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cGraw-Hill Company, Inc. 


Omaha and Council Bluffs Street Railway Bridge, Omaha, Neb 


Make the track 


Gilbert Ave., Viaduct, 


Cincinnati, Ohio 


as water-tight as the bridge-deck! 


Engineers take every precaution to waterproof bridges and via- 
ducts, yet there has always been a vulnerable point between the 
track and the bridge paving through which water and frost might 
enter, resulting in the weakening of the structure and concrete 
staining. 


But now car-tracks can be made just as water-tight as the bridge- 
decking. On the Omaha and Council Bluffs street railway bridge 
over the Missouri at Omaha, Nebraska, and the Gilbert Avenue 
viaduct at Cincinnati, Ohio, Carey Elastite Rail Filler makes a 
water-tight and frost-tight seal between the rail and the paving. 
It protects the bridge, absorbs vibration, dissipates traffic-impact, 
prevents paving-disintegration, and reduces traffic-noise. 


THE PHILIP CAREY COMPANY 
53 Wayne Ave., Lockland, Cincinnati, Ohio 
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Flastite Rail Filler 


BLock PAVEMENT 


Elastite Rail Filler 


is easy to install. A tap of 
a mallet sets it in the web of 
the rail. Carey Elastite Rail 
Filler is a composition of 
specially-tempered asphalt 
and fibre which is used as a 
resilient cushion between the 
rail and the pavement, ab- 
sorbing trafliic-impact, rail- 
vibration, and _ traffic-noise. 
It is preformed to fit any 
rail section and is readily 
shaped on the job to fit any 
track-curve. It is unaffected 
by moisture or temperature 
changes and is enduring un- 
der all service conditions. 


Vy ,e 
YO SYSTEM OF 
TRACK INSULATION 


Bituminous Filler 


Aion: 


Twenty Cents Per Copy 


_ Carey 
Elastite 

> Rail Filler 
is made to 
@ fit any rail 
section. 
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Superior City Transportation Service 
with Flexible, Multiple-Unit Train Operation 


“PITTSBURGH 
PROMOTES 
PROGRESS” 


Pittsburgh Railways Company 


is placing in mass-transportation service 160 low-floor, 
light-weight cars, each equipped with four Westinghouse 
No. 514-P, 40 horse power motors, and multiple-unit 
control. * 


Two-car trains are operated Guritie the rush periods of the 
day, and at such other times as passenger traffic requires. 


The advantages obtained are greater flexibility of equip- 
ment, platform and energy savings, smoother and more 
rapid acceleration, as compared with trailer operation, 
and a pleased patronage. 


Discuss your problems with the Westinghouse repre- 
sentative. : 


Westinghouse Electric & Manufacturing Company 
East Pittsburg Pennsylvania 
Saath eee in All Principal Cities of 
the United States and Foreign Count 
‘‘New cars are replacing ge 
old cars on Pittsburgh — 


streets.’’ 
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Directors Familiar with Transportation 
Deserve Re-election 


LECTRIC railway companies are interested in the 

election which will take place May 20-22 of direc- 
tors of the Chamber of Commerce of the United States. 
Under the two years’ term of directors of that body, 
half of the membership of the board is chosen each 
year, and the selection is made by the national council- 
lors representing the various organizations in the mem- 
bership. This paper has had occasion in the past to 
refer to the valuable work being done by the United 
States chamber in helping to solve national transporta- 
tion problems. The consideration which this organi- 
zation has given to electric railway questions has been 
of material aid to the electric railway industry. 

_ The list of nominees for the office of director at the 
May election, recently made public, shows that several 
of the present members of the board are closely allied 
in one way or another with the electric railway industry 
and would be especially well qualified to serve the cham- 
ber because of their knowledge of local transportation 
topics. This applies particularly to Paul Shoup of San 
Francisco, a director of the foreign commerce group; 

' P. H. Gadsden of Philadelphia, a director from the sec- 
ond election district; A. J. Brosseau of New York, a 
director of the manufactures (fabricated productions) 
group and A. L. Humphrey of Pittsburgh, a director of 
the transportation and communication group. No dis- 
crimination is intended in favor of these gentlemen and 
against other candidates for the office of director, to 
say that they deserve re-election. Mr. Gadsden’s candi- 
dacy for this office was mentioned several weeks ago in 
these columns. 

_ Railway men who expect to represent their chambers 

of commerce at the annual meeting in Washington can 
well support these candidates. If the railway man does 
not expect to go himself to Washington, he can sincerely 
indorse them as able, conscientious workers who under- 
stand transportation problems to the official’ delegate 
from his chamber or board of trade. 


Technical Sessions 
Are Needed at Conventions 


ENERAL utility subjects formed the entire pro- 

gram at the annual meeting of the Wisconsin 
Utilities Association recently held in Milwaukee and 
reported in this issue. This is a departure from estab- 
‘lished practice. In the past sectional sessions of the 
association have been held for the railway, gas and 
electric men. President Neff called attention to this 
change in the program and explained that meetings 
of the individual sections had been held separately 
during the year in order that the time of the annual 
convention could be devoted entirely to important prob- 


lems of public relations, utility regulation and finance. 

Modernization and merchandising transportation, on 
the other hand, are subjects which occupy first place 
in the minds of all progressive railway managers, and 
which apply specifically to the railway business. Then, 
too, there is a pressing need for the discussion of tech- 
nical subjects, since even with its 40 years’ experience 
the industry is always developing new methods and 
new equipment. Consequently such things as trans- 
portation practice, traffic congestion, bus operation, 
track design, car design, and maintenance methods 
are topics of extreme importance to the electric rail- 
way man. 

If engineers and operating men are to be encour- 
aged to attend meetings of utility associations, every 
opportunity must be given them to interchange ideas 
and compare methods. For this reason technical ses- 
sions for the railway men must ‘not be overlooked 
if their support is to be retained by the state and 
sectional associations. 


Close Relation Between 
City Planning and Transportation 


ITY planning of an intelligent sort evidently is more 

needed now than ever before. When there were 
no automobiles and but few high buildings street con- 
gestion was almost unknown and almost any arrange- 
ment of city streets was practicable. In those days city 
planners thought their one great object was to produce 
beautiful vistas. An imposing building or monument 
was placed at the end of a broad avenue or in a circle 
from which radiated a number of avenues. The original 


‘plan of Washington, D. C., by Major L’Enfant and the 


reconstruction of central districts of Paris under 
Napoleon III belong to this period. 

Apart from the esthetic side of city planning, two 
allied main problems are to be solved in the develop- 
ment of large communities. One of them is how best to 
direct the development of the community so that trans- 
portation problems do not become too acute. The second 
is to solve those transportation problems which exist 
and provide for solution of those in the growing sec- 
tions of the community. Of little use is a fine city 
architecturally if its inhabitants cannot get about easily 
as the demands of business and social engagements 
dictate or in which commodities cannot be transported 
quickly and economically. 

Four causes have largely brought about these new 
problems. First is the great increase in tall buildings, 
containing often thousands of tenants who have to use 
streets and transportation facilities designed when the 
abutting buildings hardly exceeded four or five stories. 
Second is the drift of population to the cities. Third, 
modern living and business conditions call for more 
local transportation from the average individual than 
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in former years. Fourth is the great increase in 
number of vehicles on the streets, owing partly to an 
added demand for transportation and partly to the 
recent development and present extensive use of the 
private vehicle. Obviously, then, if the people in our 
cities of 50 and 100 years from now are to get around 
with any sort of convenience and dispatch, steps must 
be taken promptly to change the trend toward con- 
stantly greater street congestion, which has been so 
conspicuous during the last 20 years. 

At the city planning convention held in New York 
during the present week much consideration was given 
to transportation. Broadly speaking, three remedies, in 
addition to more and better transportation facilities, 
were suggested. These were decentralization of busi- 
ness, limitation of future heights of buildings and 
traffic-regulation. There was also a clear recognition 
by the delegates present of the close relationship of good 
transportation to better city living conditions. Alto- 
gether the convention emphasized the need of the very 
closest co-operative work between the local railway and 
those civic interests endeavoring to bring about better 
city development. 


Texas Electrification 
Another Example of Co-operation 


UPLICATION of effort always is wasteful and fre- 

quently results in serious losses. On the contrary, 
proper planning may make possible a much more inten- 
sive use of an existing plant, with correspondingly good 
financial results. The electrification of the Missouri- 
Kansas-Texas Railroad between Dallas and Denton, 
described in this issue, is an illustration of the latter 
viewpoint. Handling all the business that the steam 
railroad has been able to develop after many years, the 
addition of a comparatively small investment in power 
distribution equipment and rolling stock has made it 
possible to use the steam railroad facilities for all the 
purposes of an interurban railway as well. The two 
services do not conflict, and a new field of usefulness 
has been exploited to the benefit of public and investor 
alike. 

Conditions of a similar sort exist in many parts of 
the country. The steam railroad is not fitted to render 
the type of frequent service that is demanded by local 
passengers. Usually its management has had no desire 
to go into the local business with its steam trains. This 
was the universal idea 25 years ago. As a result, many 
interurban electric railways were built to give this type 
of service, thus meeting a demand of the inhabitants 
along the route. Generally speaking, there was not 
sufficient traffic to justify the construction of two 
separate and competing lines, for either track would 
have had capacity to handle it all. Even where the 
traffic was too great for a single-track line, the con- 
struction of a second track on the same right-of-way 
would have given much more capacity than to build 
a second single-track line for competitive purposes. 
The first cost and the operating expenses would be 
decidedly less for the system with joint steam and elec- 
tric service. 

Operation of the new line will be watched with much 
interest, as there is in it the promise of extending this 
same method to a much greater extent elsewhere than 
has been attempted in the past. It is to be hoped that 
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this solution of the local interurban transportation 
problem will be as good as present conditions indicate. 
With several months’ operation, the statement is made 
that it is successful far beyond any expectations. 


Recent Bus Proposals 
Command Attention 


gra oe significant bus news has been con- 
tained in recent issues of ELECTRIC RAILWAY JOUR- 
NAL. One may or may not agree with the ideas behind 
all of the undertakings that are proposed, but one can 
not ignore them as news. A complete recapitulation of 
the proposals at this time is unnecessary. It is their 
magnitude and geographical distribution that are sig- 
nificant. Among the cities involved are New York, 
Kansas City, Cleveland, Detroit, Atlanta and Denver. 
The New York matter is still very much up in the air, 
but all of the others give promise of early fruition. 
Into the details of all of them it is impossible to go, 
but it is important to note that in general 10-cent fares 
are provided. In New York City the proposal of the 
New York Railways would carry a 5-cent fare on cross- 
town lines, but these lines are unusually short. 

After all, the significant thing is that the railways 
more and more are growing appreciative of the possi- 
bilities of the bus. In the New York Railways case 
Receiver Sheeran is to be particularly commended for 
his foresight. His system has labored under the tre- 
mendous handicap of a receivership. It has in the past 
been criticised on the score of the condition of the 
physical property and the slowness of operation, but 
Mr. Sheeran has been. hampered in his work by lack of 
funds with which to correct defects of which he was 
quite conscious, and has been prevented from attaining 
as high a degree of perfection in getting cars over the 
line as he desired because of increasing street conges- 
tion, a phase of operation in which the police are now 
giving a greater degree of co-operation. With the 


lifting of the New York Railways receivership, set now 


to be consummated on May 1, Mr. Sheeran will be in 
a position, if he is given half a chance by the New York 
City administration, to restore this system to its 
proper place as a part of New York’s transportation 
scheme. The Kansas City Railways also operates under 
the limitation of receivership. 

Similarly the bus proposal of the Third Avenue Rail- 
way, New York, calls for 5-cent and 10-cent lines. This 
system, perhaps not quite as sorely beset as the New 
York Railways, also is handicapped with the 5-cent 
fare. its management is no less cognizant of the needs 
of the city than is that of the New York Railways. 

As indicated previously, one does not have to agree 
with the proposals in all their details to recognize the 
appeal that they make from this point of view of news. 
They do, however, compel reflection. In the past, of 
course, there has been muth justifiable complaint on the 
part of the railways of their inability always to earn 
an adequate return. That is an important point. The 


railways can no more afford -to operate bus lines at a | 


loss than they can railway lines. In developing their 
plans for utilizing the bus the railways will have to be 


careful that the mistake of early electric railway days © 
is not repeated—the mistake of contracting to furnish 4 


service that may never be made to pay, even with appli- 
cation of the most intensive selling methods. 
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Interurban Car of the Texas Interurban Railway on a Siding to Allow a Katy Steam Train to Pass on the Main Line 


Steam Line Electrified 
to Furnish Interurban Service 


By B. F. Cooke 


Superintendent of Power Texas Interurban Railway 


NE of the most interesting re- 
() cent developments in the electric 
” railway field is the joint use by 
both steam trains and electric cars of 
an existing steam railroad track. This 
has been accomplished by the electrifi- 
cation of the Denton division of the 
Missouri- Kansas- Texas Railroad of 
Texas, between Dallas and Denton, 
which recently was completed by the 
Texas Interurban Railway. Interur- 
ban service between these terminals 
was begun on Oct. 1, 1924. 
The Dallas-Denton interurban serves 
Dallas, which has a population of 
160,000; Denton, with a population 


Dallas, Tex. 


The Texas Interurban Rail- 
way Uses the Tracks of the 
M-K-T Railway Between Dal- 
las and Denton— The Same 
Tracks Are Used for Steam 
Railroad Freight and Pas- 
senger Service — High-Speed 
Catenary Construction and 
Supervisory - Controlled Sub- 
stations Form Principal New 
Work — Method of Operation 
and Contract Between the 
Two Companies Are Described 


1.5 miles of new track was built. In 
Denton the interurban leaves the rail- 
road tracks at Oak Street and runs 
over its own tracks to the interurban 
station, which is located on McKinney 
Avenue in the business district. Sev- 
eral additional sidings were built to 
accommodate meeting trains along the 
line of the railroad between Dallas and 
Denton. On all new work 70-Ib. rails 
were used, while the steam road uses 
66-lb. rails. 

Two trestles were built by the inter- 
urban company just outside of Dallas. 
One of these, which is approximately 
400 ft. long, is of pile construction. 


of 7,626, and four intermediate towns with populations 
ranging from 300 to 1,000. The population of the ter- 
ritories served averages 1,200 per square mile. Garza 
is the location of a new dam site for a water reservoir 
for the city of Dallas, and at present a thousand work- 
ers are employed on the project. Denton is the county 
seat of Denton County and the home of the College 

of Industrial Arts, a large school for women, and the 

' North Texas Teachers’ College. These schools have a 
combined enrollment of nearly 4,000 students. 

The distance between the terminals is 38.66 miles, 
of which 33.48 miles is on the steam railroad company’s 
tracks. From the interurban station at Dallas to the 
city limits the interurban uses its own tracks and those 
of the Dallas Railway, which operates the city lines in 
Dallas. From the city limits to Texaco, where the 
interurban tracks connect with the M-K-T Railway, 


This spans Cedar Springs Creek and furnishes an under- 
pass for a proposed highway. The other trestle, which 
is approximately 2 mile long, is of steel construction sup- 
ported by concrete pilasters. It spans a small creek and 
furnishes an underpass for a country road and also the 
St. Louis-Southwestern Railroad. The trestle work gives 
an ascent to the overpass on a 5 per cent grade, along 
with a 20-deg. reverse curve. Both of these were neces- 
sitated by the existing street and railroad grades. This 
latter trestle cost approximately $45,000. 

The location of the electrified section of the steam 
railroad and the connections for reaching the centers 
of both cities are shown on the accompanying map. 

The new work was done by the Texas Construction 
Company, which concern also built the Dallas-Terrell 
line. Apart from the comparatively small amount of 
track construction necessary, the principal expense was 
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New Construction 
on the Line 
of the 
Dallas-Denton 


Interurban 
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1 and 2. A trestle outside of 
Dallas spans a creek and fur- 
nishes an overpass for a steam 
railroad. 

38. Cattle guards at Arroyo 
Street. 

4. Bridge over Hickory Creek. 

5. Dispatcher’s office at Tex- 
aco. 

6. Northern approach to Cot- 
ton Belt overpass. 

7. Main span of overpass 
over Cotton Belt Railway near 
Dallas. 


April 25, 1925 


for the construction of the contact line and power dis- 
tribution circuits. Power is furnished by four sub- 
stations. One of these is located 1 mile from Dallas 
and is manually operated, while the other three are 
automatic. They are located respectively 13.5, 24.5 and 
36.5 miles from Dallas, leaving a 2-mile stub feed on 
the Denton end. The manually-operated station is 
owned and maintained by the Dallas Power & Light 
Company, which also furnishes power for the operation 
of city and interurban cars on other lines. This station 
contains one 1,000-kw., 600-volt d.c. motor-generator 
set supplied by the General Electric Company, and has 
space for two additional machines of the same rating. 
The three automatic substations, which also were 
supplied by the same manufacturer, are owned and 
maintained by the interurban railway. Power for these 
stations is furnished by the Texas Power & Light Com- 
pany from its 60-kv. high-tension line which serves this 
territory. As shown in one of the illustrations, the 
automatic substations are of the semi-inclosed type. 
The high-tension structures, which are of the outdoor 
type, are used to serve the small towns in their vicinity 
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compressed air tank on the railway line car. This line 
car makes an inspection trip once a week and stops at 
each station so that the inspector can blow out the 
machinery. The same outfit is available for air-brush 
painting the converter winding annually. 

The permanent negative return from the rails to the 
station consists of a 1,000,000-cire-mil bare copper 
stranded cable run under ground in 2-in. galvanized 
pipe, bonded at the joints. A brass wiping cap was 
screwed on at each end of the pipe and a joint wiped 


to the copper cable. This includes the pipe in the return 


circuit in addition to protecting the copper from 
mechanical injury. The copper conductor is soldered to 
five No. 0000 cross bonds connecting to the rails. The 
entire track is bonded with No. 0000 ribbon brazed 
bonds, with No. 0000 cross bonds tying the two rails 
together at every feed-in tap. 

The positive feeder between station and trolley wire 
feeder consists of a 750,000 cire.mil lead-covered copper 
cable, insulated for 3,000 volts. This cable is also run 
through a 2-in. galvanized conduit which was run from 
the station under a paved highway and up a pole to a 


Track at Fairmount and McKinney 
Avenues, Denton 


as well as to supply the railway with power. The con- 
verter and switching equipment are housed in a brick 
structure 20 ft. by 20 ft. inside. Louvers in the walls 
near the floor and vents in the roof can be opened and 
closed as necessary to regulate the room temperature 
and provide adequate ventilation. The voltage is 
stepped down from the high-tension side through a 
HJTH three-phase-six-phase 300-kva. transformer, with 
“Y” connected primary and diametrically connected 
secondary. This transformer delivers alternating cur- 
rent at 445 volts to a 300-kw. rotary converter, which 
changes it to 600 volts d.c. The auxiliary equipment 
of each substation includes a.c. and d.c. lightning ar- 
resters, a 5-kva. control power transformer, 445 to 
220-110 volts, and the automatic switching equipment 
for the control of a rotary converter. One of the inno- 
vations in the automatic equipment is the use of time 
delay relays. These afford a more definite and wider 
range of time settings than the oil dash pot relays 
used in earlier stations. 

Each station has a ?-in. galvanized pipe running from 
inside the building underground to a post near the 
track, where it is brought up to a convenient point and 
equipped with a short hose for connection with the 


This 


Interurban Station at Denton Was Built by the 


Electric Railway Company 


pothead just below the trolley wire feeder. The iron 
conduit is considered an adequate protection against 
lightning. However, a Garton-Daniels panelboard ar- 
rester was installed on the pole to protect the cable from 
lightning. The 3,000-volt insulation was used as an 
extra precautionary measure, and the usual precautions 
were taken to protect both cable and conduit from elec- 
trolysis. 


FIVE-POINT CATENARY SUSPENSION USED 


The overhead system is of the catenary type with 
five-point suspension supported by single 40-ft. poles set 
9 ft. below the top of the rail, and spaced approximately 
on 150-ft. centers except along the tracks of the inter- 
urban company near Dallas and also near Denton, where 
direct suspension is used with 100-ft. pole spacing. 
Spacing between individual poles, however, is governed 
by existing conditions. The poles are of Southern long- 
leaf yellow pine treated by the Rueping process. All 
poles are back-guyed, using never-creep anchors. Storm 
guys are placed every half mile and at each end of 
curves. The trolley wire is No. 0000 grooved copper 
supported by ye-in. Siemens-Martin double-galvanized 
stranded steel. The trolley wire is paralleled its entire | 
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distance by a 300,000-cire.mil feeder mounted on Pierce 
steel brackets. There are six feed-in taps to the mile. 
A Garton-Daniels lightning arrester is installed at each 
feed-in tap. Corrugated cast-iron plates were set under 
the bases of the poles, and a #?-in. galvanized pipe 
screwed into the plate and extending 6 in. above the 
ground was used for lightning arrester grounding. A 
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Of the 38.66 Miles of Interurban Route Between Dallas and Denton, 


Texas, 33.5 Are Electrified Steam Railroad 


brass cap screwed on the end of the pipe afforded a 
convenient means of connecting the ground wire. The 
ground wire was also tapped and soldered to the rail 
cross bonds. 


TELEPHONE DISPATCHING IS COMBINED WITH 
SUPERVISORY CONTROL 


A telephone line, consisting of two metallic return 
circuits, extends from Denton to Terrell, the terminal 
of another interurban railway operated by the same 
management, by way of Dallas.* One of these circuits, 
known as the dispatcher’s line, is normally used for 
dispatching trains over both the. Denton and Terrell 
divisions. Under normal conditions the dispatcher lis- 
tens in on this line at all times. The other circuit, 
which is known as the commercial line, is normally 
used for commercial purposes and for the supervisory 
control of the automatic substations on the Denton 
division. 

In connection with the supervisory control system a 
third line wire is used. Western Electric selector ap- 
paratus is used on both the commercial and dispatcher’s 
circuits. Each line is equipped separately with key 
cabinet and keys, apparatus cabinet and storage battery. 
The commercial line also serves as an emergency line 


_ *The Terrell division is owned by the interurban company and 
is 31.5 miles in length. It was described in ELECTRIC RAILWAY 


JOURNAL for April 7, 1923, page 591. 
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for dispatching. In case of trouble on one line the 
dispatcher plugs in on the other. The telephones at the 
various booths and way stations along the line are 
equipped with jack boxes and plugs which permit plug- 
ging the instruments in on either line. 

The train dispatcher has charge of the automatic 
substations through the supervisory control system. 
He also serves as telephone switchboard operator for 
the commercial line. For instance, if Denton wanted 
to talk to Terrell, Denton would plug in on the com- 
mercial line and ask the dispatcher to ring Terrell. 
The dispatcher would then plug back on the commercial 
line for the conversation, having rung Terrell on this 
line. Each way station is equipped with two selectors, 
one for each line. 

Use of supervisory control for operating the auto- 
matic substations has been found to have several advan- 
tages over straight automatic operation. Three selector 
keys and two signal lights, one red and one green, are 
used with each station. One key is used for starting, 
one for stopping and the third for turning the station 
over for automatic operation. The signal lights indi- 
cate whether a station is running or shut down, red 
indicating that the station is running and green show- 
ing that it is stopped. A bell in the office rings when- 
ever a change in the lights takes place, informing the 
dispatcher that a station is either starting or stopping. 
These signal indications are a great help in preventing 
delays in train service, due to lack of power. In case 
a station shuts down when one of the protective devices 
functions or if there is trouble on the high-tension line, 
the dispatcher is immediately informed. Usually he 
can get a trouble man on the job before a delay results. 
Without the signals he would not know of the trouble 
until the trains had become delayed, and not then would 
he be able to tell which station was out. With the 
signal lights he knows which stations caused the trouble 
or if it is on the high-tension line. In the latter case 
he can notify the power company. Were it not for this 
he might unnecessarily send out a trouble crew of the 
interurban. ; 

Conditions peculiar to this system make advantageous 
the method of starting and stopping the substation by 
means of selector keys at the dispatcher’s office. With 
automatic operation the cars will hold the substation 
on the line continuously through the day, even though 
it operates at an uneconomical load. This is because 
of the frequency of stops along the line. The time- 
delay stopping relay will reset due to the rush of 
current when a car starts, and before the relay has 
timed out another stop will reset it. To shorten the 
time setting so the station would shut down in this 
case also would cause it to shut down when a car makes 
a stop or is waiting on a siding. This would be more 
detrimental to the station equipment than continuous | 
running. 

As each agent reports to the train dispatcher when 
a train passes his station, the location of trains is 
known by the dispatcher at all times. Accordingly he 
can tell where there is a demand for power and can 
operate the substations accordingly. A regular operat- 
ing schedule has been prepared for the substations which 
can be used except when trains are late, which is a rare 
occurrence on this system. Ordinarily the dispatcher 
starts or stops the stations at predetermined times ac- 
cording to the schedule. In case of delays the dis- 
patcher uses his own judgment and starts or stops the 
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stations according to the demand for power. It is, of 
' course, possible for the dispatcher to lock in all of the 
stations and keep them running until the trains get 
back on schedule time. 

Automatic starting relays, which consist of contact- 
making voltmeters, are placed in the substations and 
are set to start the station in case of trolley voltage 
reaching a certain minimum. The stopping relay will 
stop it in case of prolonged underload, regardless of 
the supervisory control system. Hence in case the dis- 
patcher fails to operate the stations they will function 
automatically, thus eliminating the only objectionable 
feature of supervisory control. 

It has been calculated that the use of supervisory 
control on this system will result in a saving of more 
than $1,000 a year in reduction of conversion losses, in 
addition to the resultant saving in maintenance and 
depreciation. Another feature is that by adding a key 


to the key cabinet and a selector with auxiliary equip- 


Fares are collected with the aid of a locked fare box 
mounted near the car entrance. A destination check 
having a number printed on each side is handed to 
each passenger as he drops his fare in the box on enter- 
ing. This number corresponds with the number of the 
stop to which the passenger has paid his fare. The 
check is deposited in the box by the passenger as he 
leaves the car. 


RAILROAD AND INTERURBAN SCHEDULES 


All trains. operate under the standard rule of the 
steam railroad, so far as they are applicable. In addi- 
tion, special rules were drafted by the officials of the 
two companies to govern joint operation of steam and 
electric trains. Passenger trains, both steam and elec- 
tric, are designated first class. Electric express cars 
are second class and steam freight trains are third 
class. 

Interurban passenger service is provided hourly in 


The Automatic Substations Have the Alternating-Current Apparatus Outdoors, While the Rotary Converter and Control Equipment 
Are Housed—At Right, Selector Type Supervisory Control Cabinet and Auxiliary Panel 


ment, practically any kind of a signal can be given by 
the dispatcher at any point on the line. At present no 
such signals are in use, but in case future develop- 
ments demand them the equipment can be installed at a 
very small cost. 


ROLLING STOCK INTERCHANGEABLE WITH 
TERRELL LINE 


Six light-weight one-man passenger cars and one ex- 
press car comprise the rolling stock. The Terrell line 
has five passenger cars and two express cars of the 
same type. This makes a total of eleven passenger and 
three express cars for the two lines, all of which are 
interchangeable. Seven passenger cars and two express 
cars are required for schedule operation on both lines. 
Four passenger cars are needed on the Denton division, 
three passenger cars on the Terrell division and one 
express car on each. The remaining equipment is re- 
served for emergency use. 

The passenger cars weigh approximately 32,000 lb. 
and are 45 ft. in length over all. They seat 52 passen- 
gers, and have a standing capacity of approximately 
100. Each car is equipped with four GE-265-A 35-hp. 
motors, one K-35 controller, Brill 77-E-1 trucks with 
26-in. wheels, a 15-cu.ft. air compressor, and straight 

‘air brakes with auxiliary valves for opening and closing 
the sliding door. 


each direction from 5 a.m. until 11 p.m. Two express 
cars are operated each way daily by the Electric Ex- 
press & Baggage Company. The Missouri-Kansas- 
Texas Railroad operates four steam passenger trains 
and two freight trains daily. Two of the steam road 
passenger trains and all freight trains are operated at 
night. The schedule of running time between the city 
limits of Dallas and Denton averages 28 m.p.h. The 
34-mile run from the interurban station at Dallas to 
the city limits takes eighteen minutes, while the total 
running time for the 38.66 miles from Dallas interurban 
station to the Denton interurban station is one hour 
and 40 minutes. 

Dispatchers of the steam railroad control the move- 
ment of all trains over the system. The office of the 
dispatcher is located at the junction of the railroad and 
the interurban tracks just beyond the Dallas city limits. 
The same dispatcher also handles trains over the Terrell 
division. Track switches at the junction are normally 
set for interurban operation. The dispatcher operates 
the switch for steam trains at the junction near Dallas, 
but one of the train crew has to operate the switch 
near Denton, so that it is necessary to stop steam trains 
at the latter junction. 

Where meets occur between steam passenger trains 
and interurban cars the steam train has the right of 
way and occupies the main line while the interurban 
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takes the siding. This procedure was adopted because 


it is much easier for the interurban car to take the 


siding. The car generally clears the main line in time 
to allow the steam train to pass on without making a 
stop. The trains, however, are required to approach 
meeting points under control. Each interurban car car- 
ries a negro porter who attends to flagging and who 
also assists passengers with their baggage. 

So far the joint operation of the different types of 
trains over the same tracks has been successful beyond 
all expectations. 


TERMS OF CONTRACT BETWEEN RAILROAD 
AND INTERURBAN 


Under the contract for joint use of the railroad 
property by the interurban company it is provided that 
the Missouri-Kansas-Texas Railroad of Texas will care 
for maintenance, dispatching and supervision of the 
property jointly used, for which it will be reimbursed 
monthly by the interurban company. Provision is made 
for joint use of all railway property, including tracks, 
stations and appurtenances, by each party to the con- 
tract in such manner as if it were the sole owner, pro- 
viding that such use shall not be inconsistent with the 
rights of either party. 

Such employees as are jointly used are employed by 
the railway and may be discharged, for sufficient cause, 
upon complaint of the interurban and satisfactory em- 
ployees engaged. Salary or wages of such joint em- 
ployees are prorated between the two companies. It is 
understood that joint employees will serve impartially 
and without favor to either party. 

The interurban is permitted to handle passengers, 
mail, freight and express, the only exception being that 
it may not handle freight in carload lots to or from 
Love Field industrial district, near Dallas. It may han- 
dle freight in less than carload lots and local freight, 
without special permission by the railway. Written 
consent must be obtained for carload lots. Express is 
to be handled subject to limitations of agreement be- 
tween the railway and the American Railway Express 
Company. 

The railway may permit other railways to use its 
lines, provided there is no interference with inter- 
urban use. 

The interurban may not permit others to use the 
railway line without consent of the railway company. 
It is provided, however, that the interurban may extend 
its lines into territory served by the railroad and con- 
nect such service with its line using railway property. 

The railway is to maintain its property in a condition 
suitable for operation. Such improvements, better- 
ments and additions as are required for interurban use 
shall be made by the railway and paid for by the inter- 
urban at cost, plus 10 per cent for supervision. Mate- 
rials used in such work will be paid for by the inter- 
urban at cost, plus 15 per cent for purchase, storing, 
accounting and freight. Such additions, improvements 
and betterments shall be the exclusive property of the 
interurban and maintained by it. The railway reserves 
the right at any time to purchase such improvements at 
reproduction cost new, less depreciation. 

While the railway is charged with the maintenance 
of property jointly used, it is provided that if, upon 
written notice, it fails to make necessary maintenance 
or improvements, or if it is unable to act because of 
strikes, or conditions beyond its control, the interurban 
may do such work and bill the railway. 
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It is expressly stated that the contract for joint use 
of the railway line does not enlarge the duties and obli- 
gations of the interurban beyond those which would 
be imposed on it were it to construct, maintain and 
operate its own line. Federal, state and municipal laws 
and regulations applying to steam road operation do 
not apply to the interurban using the railway lines be- 
cause of this joint usage. 

The interurban may use its transmission lines solely 
for current used in its operation. 

Under the contract for joint use of the railway lines, 
the interurban is to pay in monthly installments a fixed 
annual rental equivalent to 3 per cent of the valuation 
of the railway property jointly used, as established by 
the Interstate Commerce Commission. It also pays 
monthly one-twelfth of 3 per cent per annum on all 
total expenditures, less the value of permanent retire- 
ments, made by the railway for additions, betterments 
and improvements of the jointly used property. Taxes 
on jointly used property are divided equally between the 
two companies. 

In case differences arise, they may be submitted to 
a board of arbitration composed of three arbitrators, 
one chosen by each of the parties and the two so chosen 
selecting the third. 


Parallel Transmission Lines Insure 
Continuity of Power Supply 


OWER used in the operation of the Washington, 

Baltimore & Annapolis Electric Railroad and its 
subsidiary, the Annapolis & Chesapeake Bay Power 
Company, is furnished from the plant of the Potomac 
Electric Power Company, Washington, D. C. Energy 
is delivered from the main power plant to the Bennings 
substation, which is located alongside, and this sub- 
station is operated jointly by the Washington, Balti- 
more & Annapolis Electric Railroad and the Washing- 
ton Railway & Electric Company. From this point 
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Transmission Lines of the W., B. & A. Electric Railroad Are 
Divided into Sections and Connections Provided 
for Emergency Use , 


the railroad has duplicate: 83,000-volt transmission 
lines through to Baltimore and Annapolis. 

Under normal operation one transmission line is used 
for the operation of the railroad and the other for the 
operation of the Annapolis & Chesapeake Bay Power 
Company, but in case of emergency either transmission 
line carries the entire load. These transmission lines are 
divided into sections as shown on the accompanying plan 
and interconnected at Ardmore and Naval Academy 
Junction substations. It is thus possible to send power 
through to Baltimore and Annapolis by using alternate 
sections of the two lines. 


| 
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Shelter Combined with Island Platform 


Detroit Department of Street Railways Erects Roofed Loading Station at Busy Point on Woodward 
Avenue—Structure Includes Raised Platform 220 Ft. Long—Double Berthing Adopted 
for Two Car Lines—Vehicle Traffic Has Been Accelerated 


By G. A. Peterson 


Construction Engineer Department of Street Railways, Detroit 


This Covered Shelter in Downtown Detroit Protects Waiting Passengers Against Inclement Weather 


of Woodward Avenue and State Street, Detroit, 

is one of the heaviest loading points on the 
busiest line of the Department of Street Railways’ sys- 
tem. Located in the heart of the retail district and 
adjacent to the office building section of Detroit, ap- 
proximately 14,000 people board the cars daily at this 
point, of which number about 6,000 are transported 
between the hours of 3 p.m. and 6 p.m. Motor car 
traffic on Woodward Avenue is also very dense, and 
the intersection is under control of traffic officers at 
all times, except late at night and during the early 
morning hours. A safety zone of the raised platform 
type has been in use at this intersection for some time 
to accommodate northbound car riders. Two city car 
lines pass this zone, the Woodward line and the Hamil- 
ton line, and in addition all northbound interurban 
cars. 

The question of providing a shelter for passengers 
using this zone had received the attention of the De- 
partment of Street Railways during the previous year, 
but, on account of the experimental nature of the struc- 
ture, decision to erect it was not reached until Decem- 
ber, 1924. It is unique in the respect that it takes 
up no more of the street area than that required by the 
usual raised loading platform. 

The length of the structure is 220 ft., divided into 
eleven bays of 20 ft. each. In three of these, sym- 
metrical about the center line, are placed entrances 
facing the curb. At the division points between the 
bays are the twelve 9-in. double-channel columns, which, 
by means of cantilever beams, support the roof of the 
shelter and are held to concrete foundations with an- 
chor bolts. There are no column supports on the track 
side. 

The width outside to outside of the concrete platform 
is 7 ft. 14 in. Its front edge is 2 ft. 3 in. from the 


| NROM a transportation viewpoint the intersection 


gage line of the rail and 5 ft. 103 in. from the front 
face of the columns. From the top of platform to the 
under side of the steel purline the distance is 8 ft. 6 in. 

The upper portion of the openings in the rear wall 
of the shelter between columns is closed with standard 
non-ventilating steel sash, glazed with polished wire 
glass. Below the sash sheet steel panels are used to 
close openings between the concrete platform and the 
sills. It is not intended to remove any portion of the 
rear wall during the summer months. 

The roof is made of 2-in. dressed and matched lumber, 
covered with prepared roofing and metal flashed. At 
each column a metal sump is inserted and connected 
by means of wrought iron pipe on the inside of the 
column to a box in the concrete platform which dis- 
charges rain water on the surface of the street. 

On account of the prominent location of the shelter, 
particular attention was given to its appearance. An 
ornamental treatment, consisting of applied castings 
and wrought iron moldings, was designed to relieve the 
stiff lines of the steel frame and to be in keeping with 
ornamental work of the adjacent store fronts. 

Lighting is provided for the interior by means of 
standard ceiling fixtures with metal shades, and at the 
end, fronting traffic, a red warning light is attached 
to the column. 

The job was authorized Dec. 27, 1924. The plans 
were prepared, foundations installed and contracts 
placed by the Department of Street Railways’ forces. 
The structural steel frame was erected Jan. 15, 1925, 
and by Jan. 20 the roof, sash and glass were in place 
and the foundation work completed. The ornamental 
iron work required more time to prepare and install, 
but use of the structure was made by Jan. 20. 

In making use of the shelter, the operating division 
introduced an innovation by adopting a berthing system 
in handling the cars of the two lines using Woodward 
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A Roof and One Side Have Been Erected Over an Island Platform 


Avenue. To the Hamilton line, which accommodates 
the lesser number of passengers, the northern third of 
the structure is assigned. Interurban cars also stop 
here. The Woodward line uses the remaining two- 
thirds. Instructions were issued that all cars were to 
stop for passengers only at these designated points, 
rather than to attempt to come as near the corner as 
possible, as had been the case previously. Signs were 
erected to advise passengers where to expect the cars. 
This berthing system has worked out very advanta- 
geously in the movement of cars and will be adopted for 
similar situations in the central district. 

The Hamilton line is equipped with Peter Witt cars, 
while the Woodward line has motor cars and trailers. 
To expedite traffic, the shelter was adapted as a pre- 
payment station in so far as the Woodward line only is 
concerned. Standard fare boxes were placed at the 
entrances and a barrier, with similar entrance, was 
erected between the Woodward line zone and the Ham- 
ilton zone. As the front of the shelter is open, provi- 
sion had to be made to prevent persons crossing the 
tracks into the prepayment zone. This was accom- 
plished by a number of standard portable traffic signs, 
which were placed on the far side of the tracks and 
loosely connected with a manila rope. This prepayment 
is in use only during rush hours and has resulted in 
considerably more speed in loading. 

A word might be said about general traffic conditions 
in the street in connection with the shelter. Formerly 
there was a motor bus and jitney stop in this block 
opposite the southern end of the structure. This has 
been moved one block to the north, thus freeing the 
curb of these parked vehicles. Automobile traffic now 
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moves past the shelter more easily than it passed the 
former safety zone, and the Police Department advises 
that conditions have been improved by the changes. 

There was some question about the ability of the car 
riders to reach the shelter as easily as they had reached 
the zone. It has been demonstrated that there is no 
additional trouble to use the shelter, and as the system 
of berthing cars mentioned above prevents confusion 
within the structure, the general effect is to expedite 
movement of traffic in every way. 


Increasing Volume of Utility Financing 


CCORDING to statistics recently compiled by the 
Institute for Research in Land Economics and 
Public Utilities, Madison, Wis., the total volume of new 
public utility security issues is constantly increasing. 
During 1924, as reported in the Commercial & Financial 
Chronicle, it exceeded a billion and a half dollars and 


TOTAL NEW ISSUES OF PUBLIC UTILITIES* 
Per Cent of All 


Year Amount Corporate Financing 
9928 oa ian Sate stay arc ogee See oe ahs see $1,138,396, 158 35 
1922u.. . AAG oe eerie mees 975,136,745 32 
LD ERR preRons hoes. hiysksreitor > 671,085,220 28 
bP) SOS eae e ane My merc led vr A 496,822,550 17 
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* Exclusive of steam railroads. 


constituted 40 per cent of all corporate financing. In 
this calculation, the financing of the steam railroads is 
not included among the public service issues. 

The figures for the five years preceding 1924 are 


» given in the accompanying table. 
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Trolley That Meets All Trains 


N THE Beaver Valley of Pennsylvania a familiar 

fable has been brought to pass in real life. The pas- 
senger traffic of the Beaver Valley Traction Company 
consists to an appreciable extent of people coming from 
the railroad — sta- 
tions. 
nections are made 
between the street 
cars and the arriv- 
ing railroad trains, 
the railway secures 
more riding than 
would be the case 
if these connections 
were not carefully 
made. For that rea- 
son a card has been 
prepared to aid the 
trainmen. This 
shows the times of 
trains and car trips. Operators are instructed to wait 
at the railroad station one minute when on schedule 
time, in order to make train connections. Regardless 
of schedule, however, cars will wait for a train if it is 
at the station or if the train is apparently about to 
arrive. Of course, it is not possible to so schedule the 
cars that every train is met, but the use of these cards 
has resulted in making more connections than would 
be the case otherwise. 


BEAVER VALLEY TRACTION CO. 


RUN No. 


RouTe No. 


TIME OF TRAIN CONNECTIONS 


Railroad Location | Direction 


This Small Card Can Readily Be Re- 
ferred To by the Car Operator to 
Make Connection with Train 


Electric Railway Statistics in Southern 
States Compared 


OME statistics on electric railway fares in Ten- 

nessee and other Southern states have recently been 
compiled in graphical form by the engineering depart- 
ment of the Railroad and Public Utility Commission of 
Tennessee. Three of these graphs are presented in 
the accompanying charts. The first shows on a percent- 
age basis the local car fares in ten Southern states, as 
of Jan. 1, 1925, the Tennessee average fare of 6.66 
cents being taken as 100 per cent. The average fares 
for each state were obtained by weighting the fares 
in each case according to the population served. 

The two charts to the right show an analysis of the 
expenditures made from the Nashville fare in 1913 and 
in 1924. The usual method of dividing a circle accord- 
ing to accounts is followed, but the entire area of the 


0 20 40 60 80 100 120 140 
T 3 ee 7 


: 
| 
Virginia 
Ee Ss | 


Kentucky 
ey 


Louisiana 
Sa SS 


ane re ST 


At Left—Weighted Average Electric Railway City Fare in Ten Southern States. 
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circle represents 10 cents in each case and the shaded 
portion that portion of 10 cents which is returned to 
the passenger when a dime is tendered for fare. The 
fare in 1913 was 5 cents and in 1924 was 7 cents. The 
only account which has remained the same is “injuries 
and damages” at 0.24 cent. The greatest increase that 


‘has occurred is in the item of taxes, which have more 


than doubled. 


Financing Rapid Transit Exten- 


sions in Hamburg 


An Increase in the Rate of Fare Would Be Applied 
Partly to Defray Increased Operating Costs and 
Partly to the Construction of New Lines 


BY WILHELM STEIN 


Managing Director Hamburg Elevated Railway, 
Hamburg, Germany 


HE elevated railway company of Hamburg, Ger- 

many, which operates the elevated and subway lines 
(78 track-miles), all the surface lines (250 track-miles) , 
the Alster River boat lines and the autobuses, is an 
example of management with dual control. It is a stock 
company in which the state of Hamburg is interested 
through capital investment and through participation 
in the management. 

In the year 1924 there were carried in all 316,000,000 
passengers. Up to the present time fares have been 
very low, not above the level of 1913. A zone system 
is in effect, the rates being from 10 to 20 pfennigs, 
depending on the length of ride. Most of the passen- 
gers ride for the lowest fare, the average revenue per 
passenger being 11.3 pfennigs. The pay of the men has 
risen considerably, and along with the shortening of 
the working hours the cost per hour is now 85 per cent 
greater than it was in 1918. Moreover, materials cost 
more and taxes are nearly twelve times as high as 
before the war. So today the existing tariff does not 
produce sufficient. revenue. Only by severe crowding 
of the cars, particularly during the hours of maximum 
travel, has it been possible to meet operating expenses. 

The lack of housing facilities, together with com- 
pulsory methods of housing introduced since the war, 
have kept the population from changing their residences 
in accord with changes in places of employment. On 
this account there will be a loss of many riders if 
changed conditions permit a freer choice in places of 
residence. However, traffic is constantly increasing, 
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while the company is unable to care for it with the 
necessary facilities. The street railways are also con- 
tending with increased street congestion. Relief can be 
obtained only through the construction of new subways. 
In this respect Hamburg does not differ from other 
large cities of the world. 


OBTAINING CAPITAL FROM FARES 


Raising money for the construction of new subways 
through the issue of capital stocks or bonds is rendered 
the more difficult in that for the new lines the meeting 
of interest payments from operations cannot be guar- 
anteed under present conditions. Neither is the state 
in a position to raise the necessary capital. The com- 
pany has therefore proposed to obtain the necessary 
money out of operations through a continuing increase 
in fares. For this purpose the rate of fare will have to 
be raised about 5 pfennigs. Of this increase the com- 
pany would retain 2 pfennigs to cover increased operat- 
ing costs, while 3 pfennigs would be placed to the credit 
of the state. The state would pledge itself to return 
this amount to the company for the purchase of new 
capital stock at the rate of 200 per cent. The money 
so collected would be applied to the construction of 
new rapid transit lines, but the capital of the under- 
taking would be charged with only half the dividends 
otherwise due. The contribution of 3 pfennigs can 
later be diminished, or the fare can later be increased, 
if the rate proposed now does not suffice. The whole 
suggested agreement is revocable, so that the proposed 
method of financing can be replaced later by customary 
methods. 

The state of Hamburg has not yet given its formal 
consent to this proposition, which has been put forward 
as necessary in order to get public opinion accustomed 
to the modern idea that the riders themselves must 
contribute to the extension of the train service, and 
that on account of the lack of fluid capital, which is 
an aftermath of the war, new capital can best be 
obtained from savings. It is confidently expected that 
the state will in a short time accept the proposition 
of the company, so that new railway construction may 
be started. 

In other respects the proposed plan for raising money 
corresponds basically to the methods followed in various 
countries by means of which new streets have been 
obtained for automobile traffic. In these, by means of 
taxation and assessments on the users of the vehicles, 
funds for road construction have been built up. There 
is no reason why this same method cannot be used 
for railway construction. It is especially adapted to 
those cities where a single rate of fare can be collected 
by the use of automatic ticket machines, as in subways. 


Blue Envelopes for Commendation 

OST railways have found the public more ready 

to send in criticisms of the service and of acts 
of the trainmen than to transmit commendations of 
either, when some especially meritorious acts come 
before their attention. To encourage the latter kind 
of communication, the Department of Street Railways, 
Detroit, has been carrying posters in-its cars asking 
passengers to advise the management regarding espe- 
cially meritorious service by the employees, as well as 
objectionable practices. Such information, it says, 
will help to improve the service. The department also 


issued a bulletin to its employees on the subject on 
the first of April this year. This bulletin reads in 
part as follows: 


A BLUE ENVELOPE MEANS A COMMENDATION FOR YOU 


Our patrons are continually calling our attention to the 
thorough manner in which a motorman or conductor per- 
forms his duties, such as waiting for them to get to and 
board the car before proceeding, clearly announcing all 
streets, etc., or performing a special act of courtesy, par- 
ticularly in the case of a cripple, or someone who is handi- 
capped in some manner. The two pages of commendations 
in the March “Co-operator” show the extent to which these 
things are appreciated. 

Hereafter when a letter of comemndation is being for- 
warded to the division superintendent to be noted by an 
employee, a notice to that effect will be sent from this office 
in a blue envelope addressed to the employee involved. 


Housing for Fire Extinguishers 


IRE EXTINGUISHERS have been given effective 

protection against freezing in the 155th Street shop 
of the Eighth Avenue Railroad, New York, by providing 
a housing which is heated by lamps. The housing is 
approximately 3 ft. square by 18 in. deep and provides 
space for holding four fire extinguishers. A shelf is 
provided about 8 in. above the bottom. The fire extin- 
guishers stand on this, the space below the shelf being 
utilized as a compartment for five lamps. This compart- 
ment is lined with Transite. 


The location of fire extinguishers is indicated 


in the Eighth Avenue shop by providing red glasses, 


Housing for Fire Extinguishers with Lamp Circuit Provided to 
Keep Extinguishers from Freezing 


through which the rays from the lamps inside the 
housing shine. Each door of the cabinet has a 4-in. 
diameter hole, with a red glass inside. Two 38-in. holes 
with similar red glasses are provided in the end> The 
heat from the lamps is sufficient to keep the extin- 
guisher from freezing during the most severe weather. 
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Examining and Teaching Platform Men 


Applicants for Positions as Trainmen on the Denver Tramway Are Given Complete Course of Instruction 
and Are Kept on Probation for 90 Days—Brass Plate Indicates Each Man’s Name to 
Passengers—All Trainmen Called for Additional Instruction Twice Each Year 


relations between the traveling public and its 

platform employees, the Denver Tramway not only 
selects and trains its new men with extreme care but 
also follows up the original instruction by calling each 
platform employee to the instruction department semi- 
annually for a review of the rules and practices. New 
operating problems are also discussed at that time. 

The work of selection and training of new men is 
handled by an instruction department under the direct 
supervision of the superintendent of transportation. 
When a man applies for work on the cars he is given 
an application blank to fill out in his own handwriting, 
and, with this as a guide, is interviewed by the super- 
intendent of employment to determine his fitness for 


R sts the importance of maintaining cordial 


INSTRUCTION CAR, 


This General View of the Denver Instruction Room Shows the 
Facilities that Are Available for Training Students 


the job. The application is then indexed and filed by 
class until such time as new men are required. 

When openings occur, applicants are selected from 
the eligible list and the men are called for interview. 
As each man reports, the job is explained to him in 
detail by the chief instructor and he is given to under- 
stand exactly the nature of the work expected and the 
cost of entering the service. If the conditions of 
employment are satisfactory to the man, he is then 
sent to the assistant superintendent of transportation 
with his application form and a note from the chief 
instructor. Here he is again interviewed. If found 
satisfactory, he is sent back to the chief instructor 
and the process of actual employment starts. At this 
time a form, shown in an accompanying illustration, is 
started, and subsequently becomes a complete record. 

The applicant is next sent to the doctor and to the 
photographer, for a physical examination and photo- 
graph. If passed by the doctor, he is sent to the 
company tailor to place his order for a uniform. In 
addition, conductors are required to supply themselves 
with a trip sheet book and a change carrier. Before 
proceeding further with the instruction of the appli- 


cant a $5 good faith deposit is required from him, with 
the understanding that this will be forfeited if he fails 
to qualify or declines to take the position after the 
training is completed. This deposit is returned later 
when the applicant has progressed to a certain stage 
in his preliminary work. Conductors are also required 
to pay the premium on a surety bond. 

At this time also the candidate makes application for 
membership in the Hospital Association, which entitles 
him te free medical service when sick. For mainte- 
nance of this hospital fund 5 cents per month is de- 
ducted from each man’s pay. Any deficiency in the 
fund in excess of the amount so collected from em- 
ployees is made up out of the treasury of the company. 

Candidates for positions also make application at 


The Instruction Car Is Equipped with Various Types of 
Apparatus Used on the Property 


this time for disability benefits under a group insurance 
plan which has been worked out by the employees’ 
representative committee. A blanket policy is carried, 
which gives each man the benefit of the reduced rate 
resulting from the group plan. Premiums in accord- 
ance with the amount of insurance applied for are paid 
by the individual, and each trainman is limited to a 
total insurance amounting to $25 per week disability 
benefit, or $2,500 in the event of accidental death. 

After these preliminaries are completed the applicant 
is supplied with the company book of rules, street 
directory, street guide, badge and preliminary exami- 
nation questions. An order is then made out authoriz- 
ing the beginning of road instruction, and the man is 
directed to the superintendent of the division where he 
ultimately will be assigned. The period of this road 
instruction varies with the aptitude of the applicant, 
but is not less than 90 hours for standard trainmen 
and 72 hours for trailer conductors. 

Road instructors are selected from the older em- 
ployees who have high efficiency standings, and these 
men are given special training in handling new appli- 
cants on the cars. They are brought into the instruc- 
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tion department at intervals of 90 days and the 
procedure for breaking in students is gone over with 
each one of them carefully. During actual work as 
instructors they are paid 50 cents a shift extra, but 
the amount paid for the training of any one student 
is limited to $5. At any time within 90 days after the 
breaking-in period a student has the right to go back mel. 
and ride with his teacher for additional instruction. 
The student is paid $1 per shift while breaking in, 
but this compensation is limited to a total of $10 re- 
gardless of how long he is held by the instructor before 
release. The record of instruction, together with final 
approval of the student, is made out on the form shown 
in an accompanying illustration, and the applicant, is 

again returned to the instructor. At this time the ia adaeea le aera 
accident blank is carefully explained to him. (On Safety Car 


Photographed 


Changer 


. Breaking-in order... . 


WRITTEN EXAMINATIONS REQUIRED eee Tey 
In the meantime, the student, who was previously 
supplied with a set of preliminary questions and their 
answers arranged in catechism form, is expected to 
have studied them carefully and is now called upon to A Full Record of the Student’s Road Instruction Is 
write his preliminary examination. He also makes out Compiled by Trainman Teacher 
a fictitious accident report, to make sure that he thor- 
oughly understands how to handle the form. After 
this, he makes a trial trip in charge of a conductor or ira SEY Eee 
motorman road inspector. He is allowed to operate the 


Watch 


Remarks 


car to demonstrate that he is thoroughly qualified for BENGE we ee yh ena wes 
the work to which he is to be assigned. If he fails to | .................0000.20000- ae cee 162; 
pass during this trial trip he is returned to his original ane ue eX, 
platform instructor for additional training. If he fails "Supe. Dranspt. 775 Division Supt. 9° Instructor 7 
to make a passing.-grade -(90 per: cent) ‘on hisswrittens +) Wek: -ts.ce. acoder een one ak ae eee 
preliminary examination he is required to give the See aaee: ota Bie estas 
questions additional study and must then come back to Inst. not less than ..... hours. Inst. not less than ..... hours. 
write the examination over again. ae | | | is 
After the student has satisfactorily passed both tests | ——|—— 
his good faith deposit is returned to him and he is sent His. | 
to the office of the superintendent of transportation to itbute No.” Fath NCuiphee La Lue 
be placed on record as entering the service. In this No.) 1, Hours Bade e505 NC. i E.Girs See Ae oi Og Ek Ct le 
record the new man is retained on a probation list for fC re Ap Poa *Y ee ee 
90 days, at the end of which time the division superin- fap, Ca ar rere : 
tendent in charge of the division to which he is assigned oi Rian an ted oe. acc ueece) to 1 
determines whether he is to go on the regular extra list €,. xhikes Soe aT Werte: ae 66) newer 7 
for that division or is to be dropped from the service ons Mejias. 38 cena 2B eee eee ee 4 
for incompetency. At this time the student is supplied Uae Regen: AR ete one fi TAS) ON a hich aie ae | 
with the final examination questions and answers and a Perm sty. i See eg + Se ge ae 
is allowed 25 days in which to report to the instruction Cope, la ame er he - Se 
department to write this examination. TEER apes ye £0 ee ee a? Ss 
During the probationary period of 90 days the new Trainman Instructor: Instruct student on such of following things as may 
man is closely followed up. A road instructor rides prude understands fe ene None NOSES mney tee eo i 
with him at least once a week, watching his operation MOTORMAN CONDUCTOR 
and giving him verbal instructions or pointing out Ha ced Dm UD eaten 5 (nite — Picking up trailer.......... — E 
mistakes or errors in his method of operating the car Se ee a ee Saxe Dropping §tal lenge ta ae 
an handling ge passengers. i car out of house..... — Taking car out of house..... a 4 
i ‘ f utting car in house........ — Putting car in house........ — 2 
Each new man is supplied with a nameplate before Location relief points........ — Location relief points........ — / 
reporting for duty. This is a small brass plate with Picking up trolley ......... es Picking up trolley ......... Es = 
black letters about ~ in. high and is issued to both Learn rules 111 to 149..... — Learn rules 79 to 110...... a 
motormen and conductors. A frame on the fare box pauprecney, applica bone dr ——. © (Pull emergency cord........ == 
is provided, into which each man slips his plate when Siege aaa Seers Trae Sail DEPENON Sra Rate AS oes ae ae 
he takes his place on the car. In this way the names aap Pam cin ENE a ae 
of both conductor and motorman in charge of the car. 4d Hoopes ae ———— alternating lines ......... — 
are always in view of passengers. It is felt that this | Jauutye gen, muyment of talamen teacher it is important, that abore 
practice tends to identify the trainmen personally and pees ordre) 
to put them on a little more friendly footing with the Tikare placed ae been eee or abee: tanh ae ear as 
passengers who ride a given line regularly. 8 = = | 
In the meantime, the man’s photograph has been Standard Car Instructor °° °° 77" Safety Car Instructor" 


received and references have been written to former =) 
employers and others indicated on his application blank. Progress Made by New Employees Is Recorded on This Form 
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If for any reason the man’s previous record seems to 
be unsatisfactory he is dropped at any stage of the 
instruction period. Assuming that his history and 
references are satisfactory, however, he is now a regu- 
lar member of the extra list in the division to which he 
has been assigned. A full record has been kept of his 
progress. All reports by instructors and inspectors 
are kept in the personal record file of the man, which 
is maintained in the transportation department. From 
this point on, as his period of service increases, and as 
various reports come in regarding his performance 
from time to time, this personal record is maintained 
and soon becomes a complete source of information re- 
garding his efficiency and past record at any time that 
such information may be required by the transportation 
department. 


CALLED FOR INSTRUCTION EVERY SIX MONTHS 


At this stage the man’s instruction is far from com- 
plete. Although he is expected to be fully trained in 
operating his car and to be entirely familiar with the 
rules and practices of the company, it is believed that 
these men as well as older employees must be carefully 
followed up and supervised if the service is to be main- 
tained at maximum efficiency. All new men entering 
the service during a six months period are classed 
together and are called in to the instruction department 
for such additional instruction as may be decided upon 
from time to time. A list of more advanced questions 
regarding details of the service and proper treatment 
of passengers, action to be taken in emergencies and 
methods of reducing accidents in service is taken up 
and discussed at this time. These subjects are all 
presented in the form of questions and the man is then 
required to write another examination covering the 
subjects taken up. Any new operating questions which 
have come up during the six-month period are also 
discussed with these new men, so that they may be 
entirely familiar with changes or developments in the 
company’s practice. 

Old employees are likewise given additional instruc- 
tion and required to take part in discussions of general 
operating problems at intervals of six months. With 
old employees this is made a semi-annual campaign 
extending over a period of approximately two weeks, 
during which all trainmen are called in to the instruc- 
tion department at staggered hours to take part in this 
work. Safety, courtesy, relations with the public and 
proper handling of equipment are the main subjects 
touched on during these instruction meetings. For the 
purpose of making sure that all men are entirely fa- 
miliar with the car equipment, a skeleton car, shown in 
an accompanying illustration, has been erected in the 
instruction room. All of the more important items of 
equipment are'arranged on this car so that they are 
readily demonstrated. This instruction car contains 
several types of controllers, fully connected up with 
lights to indicate the operation of the motors, and is 
equipped with air brakes and interlocking door control. 

These semi-annual instruction periods give an excel- 
lent opportunity for familiarizing all trainmen with any 
new items of equipment which have been adopted for 
cars during the period. Each man is required to pass 
an examination on the subject covered and is held out 
of service until this examination is satisfactorily 
passed. As in the case of the preliminary and final 
examinations for students, a passing grade of 90 per 
cent is required. 


Traffic in New York City Terminals 


HE traffic in and out of the Hudson Terminal of 

the Hudson & Manhattan Railroad was the largest 
of any of the suburban terminals in New York during 
1924. This terminal is fed by a two-track line, but has 
a number of loading and unloading platforms. The 
traffic in and out of the Flatbush terminal of the Long 
Island Railroad was the largest of any of the trunk 
line terminals. This also is served by a two-track line. 
Figures for all of the railroad terminals follow: 


TRAFFIC IN PASSENGERS DURING 1924 AT RAILROAD 
TERMINALS IN NEW YORK CITY 


Pennsylvania Station: 
Pennsylvania Railroad 
Dios iA esa LOA ie ct vce occ nites hat acl sets 
BAlEnNOrey see B10" HANTOAG. 41 lviv.s ciexe saiaier dele oo'e'e o's 5 
PASI LCs RCE ELE ORE ef olen: cuc.eysia}eis ‘cralialavoteie a0 arcsec 495,263 


New York, New Haven & Hartford Railroad...... 505,301 
ROCAE CENMSYLV EID SCBCIOI 65g arttuamrels vice ou ols wenn 44,620,311 
Grand Central: 
New) work Central) Ralnoad Oi.) sere. o6< sie oe ae oi 22,439,299 
New York, New Haven & Hartford Railroad...... 17,738,914 
PO taenG rang MUCIUTANIN G2 = ssiale «. Jigs at's sarees: @ alain 40,178,213 
Hudson & Manhattan: 
MSOF EIATIGT POCHCO EG fhe cial vs. avs oso Blais vais: svalinpa: aus 6: web re: oy/ei0..e) 66,192,941 
TOPE OY Il SSC REIORIST Wa2-tayn ales soey'=t as Stem cya ela, Paley aed we ere cel ete 37,496,357 
Long Island Railroad: 
Pear EMO STAUION ec 5/5 %a)< aren eral sc efoasoioade ars 40,915,057 
EOE AGC TL Vere ras tal. ay capi’. oleic iar es RekG) wo fare eve» (ars 1,187,240 
WiORUSI GO M eg ore seats se oo rele aiene wie ces eit eyeterde Getershecele ic 2,575,000 
Jamaica (including Union Hall Street station).... 3,210,000 
DOESST SDN rene dee, SRE Se aed a ee ne ee ee 1,500,000 
Staten Island Rapid Transit Railway: 
WET GCOLSG a PRPII lute. c coy cheater cS cis cst, Mee wets. ok 11,828,314 


Of the railroads delivering passengers in New York 
by direct entrance or by ferry or Hudson & Manhattan 
tube the Long Island Railroad led with 75,000,887 in 


and out. The Pennsylvania came next with 40,456,529. 
The four following were: Erie, 32,043,150; New York 
Central, 31,717,518; Lackawanna, 22,359,818; New 


Haven, 18,339,242. 


Combined Service Report Used in 
Los Angeles 


NEW standard form for reporting delays to sery- 
ice, switchbacks, diversions and relays has been 
adopted by the Los Angeles Railway. This is intended 
to give, in segregated form, all essential information 


Les Angeles Railway Corporation 
Supervisor’s Daily Service Report 
Te iy hoe someinefh Sail Date. hat 1925 
on uy | _6 A.» pene { ayaa 


PLACE OF Dray 
TO SERVICE 


Ru 


= 


J wd 


To TURN AT 


nun no. [cai ne. 
wos i AO eA 


RELAY REPORT 


= 
RUN NO. | CAR NO. | FROM 


[ome | 
64 6 Entre (1200 | Hanchesler 


Zz 22 | Blockede 7? 7 Broce? way 


Use of This Form Makes it Unnecessary to Sort Out Several 


regarding a day’s operation. The reports are prepared 
by the line supervisors, and combining these data on 
one form eliminates necessity of sorting a number of 
miscellaneous reports, as was necessary heretofore. 
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Association News & Discussions 


| 


Wisconsin Association Holds 


Annual Meeting 


The Program Covered General Utility Subjects, Including Public 
Relations, Regulation and Financing—An Effort to Dig Into 
the Fundamentals Characterized the Discussion 


ISCUSSION of some specific 

phases of public relations, regula- 
tion, education and financing occupied 
the attention of 300 members of the 
Wisconsin Utilities Association during 
a well-filled one-day session compris- 
ing its annual meeting, which was held 
at the Hotel Pfister in Milwaukee on 
April 16. Even with so full a business 
program, time was found during the 
annual dinner held in the evening for 
an illuminating address on “Our Fed- 
eral Constitution” by H. F. Atwood, 
president Constitution Anniversary 
Association, Chicago. A delightful en- 
tertainment program was arranged by 
Chairman B. W. Arnold and general 
dancing followed the dinner. 

Although the meeting was devoted 
almost entirely to a discussion of more 
or less general subjects of interest to 
utility men, the program was character- 
ized by a marked effort to avoid indul- 
gence in generalities, and there was a 
tendency “to get down to cases’”’ in the 
consideration of each subject. 

In his annual address President G. C. 
Neff explained that the association pro- 
gram during the year had been formu- 
lated with a view to covering technical 
subjects at the individual section meet- 
ings, of which there were five during 
the year. By this plan, he said, it was 
possible to devote the annual conven- 
tion meeting to a discussion of the 
broader problems of interest to the en- 
tire industry. 


Nerw ASSOCIATION SERVICES 


A number of steps taken during the 
year to increase the value of the asso- 
ciation to its membership were outlined 
by Mr. Neff. These included the start- 
ing of a monthly association bulletin 
and arrangements for the support of 
additional fellowships at the state uni- 
yersity to stimulate utility research 
work. This now includes a railway fel- 
lowship, which is producing a research 
on track and paving design. Letters 
and bulletins have been used to advise 
members of pending bills in the Legis- 
lature on public utility matters. Mr. 
Neff pointed out the importance of in- 
dividual company officials keeping in 
touch with their respective legislators 
to keep them supplied with authentic 
information relative to proposed meas- 
ures introduced in the Legislature. He 
maintained that there are many reasons 
for looking with optimism on the re- 
sults accomplished by the utility in- 
dustry. He said that utilities are lead- 
ing all other industries in bridging the 


gap between capital and labor through 
the sale of securities to employees. 
Other industries are now following this 
example. Sale of securities to the gen- 
eral public, through employee sales- 
men, has resulted in the distribution of 
these securities to approximately 180,- 
000 investors in Wisconsin. Extension 
of electric power to rural districts, Mr. 
Neff said, promises to revolutionize 
farm life. As an example of improved 
public relations and better mutual un- 
derstanding, he pointed out that not a 
single utility in Wisconsin has taken a 
case into the courts for a higher rate 
during the year. 


LEGAL PHASES OF REGULATION 


L. E. Gettle, chairman Railroad Com- 
mission of Wisconsin, presented a paper 
on “Some Legal Phases of Regulation 
in Wisconsin.” Under this subject he 
discussed a number of cases recently 
decided by the Supreme Court of the 
state, which raise important questions 
regarding the power and jurisdiction of 
the commission in the regulation of 
public utilities. Among several cases 
discussed by Mr. Gettle was included 
“State vs. Washburn Water Works 
Company,” 182 Wisconsin 287. The de- 
cision in this case raises a question of 
the power of the commission to order 
extensions of service Of utilities within 
cities, without the prior action of the 
municipal authorities. 

Another question raised by a recent 
decision relative to an order of the 
commission regarding track extensions 
in the city of Madison involves the 
right of the commission to place 
conditions and reservations in _ its 
orders. In this case, a decision on the 
application of various individuals and 
associations in the city of Madison for 
an order directing the Madison Railway 
to extend its service on Monroe Street 
included an order of extension condi- 
tional on the city relieving the company 
of the necessity of paving. The com- 
mission, in considering the case, was of 
the opinion that unless the street rail- 
way was relieved of the burden of 
paving, except such paving as was 
necessary because of the presence of 
the tracks in the street, the extension 
could not be ordered. The court de- 
cided against the right of the commis- 
sion to issue a conditional order of 
this kind and took the position that 
such an order must be based entirely 
upon the facts presented. 

In discussing this decision, Mr. Get- 
tle argued that it is not good business 


nor good law for the commission to be 
prohibited from looking to the future, 
and building with reference to condi- 
tions which are reasonably likely to 
occur, when shaping its orders. In the 
case under discussion, he said that the 
commission found that the cost would 
not be excessive to the street railway 
company if it were relieved of the 
paving burden. In other words, in 
order to obtain the extension the city, 
which was in fact one of the applicants 
for the extension, was required in some 
form or other to contribute to its cost 
an amount which would equal the cost 
of the paving of which the company 
was relieved. 


UTILITIES ARE NATURAL MONOPOLIES 


Mr. Gettle said that in general prac- 
tice this cost would have been met by 
special assessments levied against the 
owners of the property abutting on the 
street. In any event, he held that the 
principle was not in any sense different 
from that which is constantly being 
recognized by the courts and commis- 
sion that extensions of service under 
certain conditions must to some extent 
be financed by contributions from con- 
sumers for whose benefit the service is 
extended. He explained that the com- 
mission, in general, has fostered the 
adoption of definite extension rules by 
various utility companies to the end 
that discrimination in such extensions 
might be eliminated, but added that 
where such rules were not in effect, and 
extensions were desired, the commis- 
sion has uniformly designated the rules 
under which the extension should be 
made. Frequently this involves an in- 
vestment on the part of the petitioner 
in the form of a contribution. 

T. D. Crocker, Northern States Power 
Company, Minneapolis, likewise  re- 
duced his discussion of public relations 
to an analysis of specific elements of 
the subject. He showed that the util- 
ity business is fundamentally monopo- 
listic in character and that this very 
condition is in itself a potential cause 
of suspicion and irritation. Although 
the average American citizen is allowed 
a choice of the location of his home, 
the contractor who erects it, the work- 
men who are employed, the stores in 
which he trades, and most of the other 
facilities which he requires, there is no 
option but to obtain utility service— 
gas, eleetric and transportation—from 
the utility company which enjoys a 
monopoly in that section. Conse- 
quently, he held that the maintenance 
of favorable public relations is de- 
pendent upon a clear understanding of 
this condition and an appreciation by 
the management of the extreme im- 
portance of overcoming the natural 
tendency toward irritation at this re- 
striction. For this reason, Mr. Crocker 


maintained that the contacts which the © 


consumer makes with the utility organ- 
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ization are of even more importance 
from the standpoint of building good 
or bad public relations than in the 
case of a competitive business. Success 
in building friends in the community, 
he said, depends almost entirely on the 
effect of the contacts which the indi- 
vidual consumers make with employees 
of the company. A friendly public 
feeling can be built up only when the 
employees are enthusiastic about the 
utility company by which they are em- 
ployed. When they have confidence in 
the management and feel that the com- 
pany has an interest in each man’s 
welfare, each employee is watching for 
every opportunity to help the com- 
pany and will go out of his way to do 
something that will make a friend. 
Here—in the employees who directly 
- come in contact with the utilities’ cus- 
tomers — lies the mainspring from 
which public good will grows. Mr. 
Crocker said that the public knows a 
company, not by the spectacular things 
it does, but by these daily, personal 
contacts that either please or irritate. 
_ A tactless, disgruntled clerk, trainman 
or troubleman can arouse more resent- 
ment than the general manager can 
counteract. Mr. Crocker expressed a 
- conviction that the American public in 
general is fair, and that it will meet 
fair tactics in the same spirit in which 
they are offered. The illusive “public” 
which is being considered so much by 
the utility men these days, he said, is 
simply made up of a collection of the 
individuals who come into contact with 
the utilities’ service. The public atti- 
tude toward the company is the net 
result of the impressions left with 
these individuals from day to day. He 
emphasized the importance of eliminat- 
ing incipient cases of dissatisfaction 
and urged that every effort be expended 
to cultivate personal contact with con- 
sumers and to encourage criticism 
where this divulges any apparently in- 
significant sources of antagonism that 
may result in ultimate dissatisfaction. 
He concluded by advocating constant 
alertness on the subject of building a 
humanized or personalized conception 
of the company. 


UNIVERSITY UTILITY COURSES 


R. E. Heilman, dean of the School of 
Commerce, Northwestern University, 
outlined the widespread progress being 
made by the universities of the country 
in conducting public utilities business 
courses. He also said that this has 
resulted in the beginning of utility 
research work in some of the important 
universities of the country. Such work 
in progress at the present time includes 
the following: 

Harvard University—a series of case 
books on utility management, being 
prepared by actual investigation of 
management methods in use at the 
present time; University of Illinois— 
an elaborate investigation of the result 
of municipal ownership and operation 
of utility enterprises in Illinois; North- 
western University—research work on 
public utility accounting and financing; 

‘Wisconsin University—the research 
being carried on by the Institute of 
Public Utilities and Land Economics. 

Recent developments in public utility 
financing | were discussed by G. E. 
Frazer of Chicago. He showed that 


COMING MEETINGS 


OF 


Electric Railway and 
Allied Associations 


May 5-8—Southwestern Public 
Service Association, Rice Hotel, 
Houston, Tex. 


May 8—Metropolitan Section, 
A.E.R.A., Engineering Societies Build- 
ing, New York, 8 P. M. 


May 12-13—Public Utility Section, 
Associated Advertising Clubs of the 
World, Houston, Tex. 


May 25-28—National Association 
of Purchasing Agents, Milwaukee, 
Wis. 


May 26-27—Regional Motor Trans- 
port Conference, Chicago, IIl. 


June 2-4—Central Electric Railway 
Association, French Lick Springs, Ind. 

June 3-4—Iowa Electric Railway 
Association, Waterloo, Iowa. 

June 10-12—Canadian Electric Rail- 
way Association, Montreal, Quebec. 

June 26-27—New York Electric 
Railway Association, Hotel 
Champlain, Bluff Point, N. Y. 

July 22-25—Pacific Claim Agents’ 
Association, Hotel Biltmore, Los 
Angeles, Cal. 

Oct. 5-9—American Electric Rail- 
way Association, annual convention 
and exhibits, Young’s Million Dollar 
Pier, Atlantic City, N. J. 


the sale of preferred stock by utility 
companies has been the means of build- 
ing a saving habit on the part of many 
people who previously had never made 
a practice of regularly saving their 
surplus funds. He explained, however, 
that this activity is in general limited 
to the large holding companies and 
indicated that the smaller independent 
companies have not availed themselves 
of this opportunity of building confi- 
dence. Several tendencies in utility 
financing, resulting from the wide- 
spread distribution of the securities, 
were indicated by Mr. Frazer. One 
such tendency is the simplification of 
trust deeds due to the difficulty of call- 
ing in outstanding securities for the 
purpose of making revisions. 

Mr. Frazer pointed out that every 
person who buys a share of utility pre- 
ferred stock is giving a vote of con- 
fidence to the management. He said 
that there is some feeling that utilities 
are going into a great many different 
pockets in their financing and that this 
imposes a heavy responsibility on those 
charged with managing the enterprises. 
Widespread distribution of securities 
in the hands of the public has resulted 
in increased attention being given to 
the control of finances. This is result- 
ing in greater control of capital ex- 
penditure and has developed the use 
of continuous budgets and monthly or 
weekly meetings of finance committees 
instead of the single annual meeting, as 
was the practice when an _ inflexible 
annual budget was used for controlling 


expenditures. He said that there has 
been an almost revolutionary advance 
in the control of financing, which has 
resulted in bringing the board of direc- 
tors into closer relation with the actual 
management of the company. This 
development has been in the direction 
of giving closer control and more accu- 
rate forecasts of cash requirements. 
He summarized the modern tendency 
by saying that the increasing sale of 
securities to large numbers of the 
consuming public has developed a real- 
ization of the need for impersonal con- 
trol of the money derived from such 
securities. This continuous budget, he 
maintained, is a decided advance in this 
direction. 

Various committee reports were pre- 
sented during the meeting and the fol- 
lowing officers were elected for the 
ensuing year: President, George H. 
Wilmarth; vice-president, W. C. Butter- 
worth; treasurer, H. A. Smith. 


Advisory Committee on Waste 


HE first step in a campaign to give 

impetus to the united industriai 
effort against waste and for the quick- 
ening of trade is the formation of a 
committee of five first-line executives, 
to act as an advisory body to the Ameri- 
can Engineering Standards Committee. 
This advisory committee will consist of 
J. A. Farrell, president United States 
Steel Corporation; G. B. Cortelyou, 
president Consolidated Gas Company, 
New York; J. W. Lieb, vice-president 
New York Edison Company; L. F. 
Loree, president Delaware & Hudson 
Company, and Gerard Swope, presi- 
dent General Electric Company. 

The committee will emphasize what 
is regarded as the fundamental principle 
of standardization: that standardizing 
must facilitate and stimulate, and not 
hinder industry. It will assist in keep- 
ing executives in touch with the na- 
tional movement in its development, in 
extending its influence and support 
among industrial groups, and in bring- 
ing about the fullest co-operation along 
right lines between industry and goy- 
ernment in standardization work, and 
particularly in the solution of the prob- 
lem of industrial waste, into which Sec- 
retary Hoover has thrown the resources 
of the Department of Commerce. 


Southwestern Association 
Program 


ANY papers of interest to elec- 
trie railway men will be pre- 
sented at the annual meeting of the 
Southwestern Public Service Associa- 
tion to be held at the Rice Hotel, Hous- 
ton, Tex., on May 5-8. Registration 
will take place at 9 a.m., Tuesday, May 
5. A luncheon for the executive com- 
mittee will be given at 12:15, followed 
by a general session at 2 o’clock. The 
reception and ball will be held the same 
evening at 8 o’clock. General sessions 
and meetings of the various sections 
will be held the next three days, with 
excursions Thursday afternoon. 
Among the papers presented at the 
general meeting on Wednesday will be 
one by Gen. Guy E. Tripp, chairman 
of the board, Westinghouse Electric & 
Manufacturing Company, on “The 
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Future of National Electric Service,” 
and one by President J. N. Shannahan 
of the American Electric Railway Asso- 
ciation on “Electric Railways—a Grow- 
ing Necessity.” Of the papers on 
Thursday, “More Mass Transportation” 
by W. E. Wood, manager Houston Elec- 
trie Company, is of particular interest 
to railway men. 

Following is the program of the rail- 
way section, which will be presided over 
by Mr. Wood, chairman: 


RAILWAY SECTION 
Wednesday, May 6, Beginning 2 p.m. 


“Our Transportation Problems in Hous- 
ton,” by C. J. Kirk, Houston, Supervisor 
of Utilities, City of Houston. 

“Use of Labor Saving Tools on Track 
Maintenance,” by E. S. Myers, New Or- 
leans, assistant to vice-president New 
Orleans Public Service, Inc. 


“Blectric Railway Associations—Rela- 
tion of Regional to National.” 
“The Why, When, and What of Pub- 


licity,’ by H. B. Hearn, Shreveport, presi- 
dent Shreveport Railways. 


Thursday, May 7, Beginning 9 a.m. 


“The Use of Buses in City Service,” by 
W. B. Tuttle, San Antonio, president San 
Antonio Public Service Company. 

“Current Collecting Devices,” by L. E. 
Delf, Fort Worth, electric engineer North- 
ern Texas Traction Company, and George 
Tongue, Dallas, Dallas Railway. 

“Construction and Operation of Rear 
Door Treadle Car in Dallas,” by G. I. 
Plummer, Dallas superintendent of traffic, 
Dallas Railway. 


Friday, May 8, Beginning 9 a.m. 


“The Type of Street Car Which Will 
Be Specified in 1930,’ by V. W. Berry, 
Fort Worth, general superintendent North- 
ern Texas Traction Company. 

“The Classification of Accidents, and Its 
Effect on the Work of the Transportation 
and Claim Departments,” by Alves Dixon, 
El Paso, superintendent of railways, El 
Paso Electric Railway. 1 

Election of chairman, 


Welded Rail Joints 


MEETING of the executive com- 

mittee of the joint committee on 
welded rail joints was held at the Engi- 
neering Societies Building, New York 
City, on April 23. Present were E. M. T. 
Ryder, vice-chairman, who presided in 
the absence of Dr. Burgess, chairman; 
William Spraragen, secretary; R. C. 
Cram, C. F. Gailor, G. C. Hecker, J. C. 
Lincoln, H. M. Steward, A. P. Way, 
Jonathan Wolfe, H. L. Whittemore and 
W. W. Wysor. 

_The meeting was called primarily to 
discuss certain suggested modifications 
in the tentative program of future 
work of the committee as recently 
adopted at the Washington meeting of 
the main committee. The subjects of 
welding wire, number of specimens 
and various details were carefully 
studied and some modifications in plans 
and order of work were adopted, all 
tending to facilitate the work. 

A number of appropriations were 
authorized covering purchase of ma- 
terials for the are weld joint tests, 
testing work at Lehigh University, sec- 
retarial expenses and office supplies. 

The third progress report of the com- 
mittee is in press and will be distrib- 
uted to the membership shortly. The 
vice-chairman announced that the 
demonstration tests of the otheograph 
or “educated tie” will be made at the 
General Electric Company’s test track 
at Erie, Pa., on May 6. It is expected 
that representatives of the Bureau of 
Standards and of the American Rail- 
way Engineering Association will be 
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present. The purpose of this demon- 
stration is to determine the value of the 
device for use in connection with the 
work of the committee on welded rail 
joints and of the committee on stresses 
in track of the American Railway 
Engineering Association, the American 
Society of Civil Engineers also being 
interested in the latter committee’s 
work. 


Town and Country Planning 
Conference 


CITY and regional planning con- 
ference, under the auspices of the 
International Federation for Town and 
Country Planning and Garden Cities 
and the National Conference on City 
Planning, was held this week at the 
Hotel Pennsylvania,.New York. Fred- 
erick P. Kettel, president Carnegie 
Corporation, was chairman of the gen- 
eral committee, and papers and ad- 
dresses were presented by European 
as well as by American delegates. The 
topics discussed included the_ traffic 
problem, typical city plans, planning 
unbuilt areas, better distribution of 
people and industries, the New York 
regional plan, and zoning in practice. 
On Thursday there were several 
round-table luncheons, of which one, 
conducted by J. Rowland Bibbins, was 
on transportation. At this meeting, 
which was attended by about 50 dele- 
gates, the following resolution was 
adopted: 


It is the sense of this traffic and trans- 
portation round table of the International 
City Planning Conference that the problem 
of traffic congestion and the development 
of adequate transport has become so in- 
volved that the approach to the solution 
thereto must now be broadened to compre- 
hend all the passenger and freight agencies 
contributing to or affected by transport and 
traffic. the automobile, the bus, street rail- 
way and rapid transit, motor trucks, com- 
mercial delivery, railroad terminals and 
port traffic, industry, the pedestrian, and 

That a traffic policy should be developed 
for early adoption (to be modified as time 
may require), 

That such development should proceed in 
careful recognition of the many related 
factors involved, 

That any traffic policy and plan should 
be an organic part of a comprehensive city 
plan, 

That such policy and plan should en- 
courage higher efficiency and organization 
in trafic and transport, 

That the plan should include a program 
and budget for its consummation. 


The only paper directly on the sub- 
ject of transportation presented at the 
conference was one in the group de- 
secriptive of the New York regional 
plan. It was presented by Col. W. J. 
Wilgus and related to recommenda- 
tions for trunk line connections, pas- 
senger rapid transit, internal freight 
distribution and the port development 
in the city of New York. On the sub- 
ject of passenger rapid transit, Colonel 
Wilgus declared that decentralization 
was the most important requirement to 
be borne in mind for a population of 
20,000,000, the calculated size of the 
metropolitan district in 1970. This, he 
thought, could be accomplished largely 
by proper rapid transit expansion. 
Public ownership and _ non-political 


operation of these lines were recom- ’ 


mended. To encourage the develop- 
ment of the metropolitan district as a 
whole; several through east and west 
lines from Long Island across Man- 
hattan to New Jersey were recom- 
mended. 
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In the official discussion on this paper 
Daniel L. Turner, consulting engineer 
New York Transit Commission, agreed 
with Colonel Wilgus that decentraliza- 
tion of the population should be fostered 
in large cities. This was often un- 
popular from a transportation stand- 
point, because exising populations de- 
manded more transit facilities rather 
than the construction of those facilities 
in unbuilt areas: One solution of this 
difficulty was local assessments for new 
transit facilities. Commenting on re- 
cent increases in street traffic, Mr. 
Turner declared it desirable to provide 
for main traffic arteries outside and 
inside the present built-up area. Such 
superhighways might be combined with 
parkways, as recommended by him for 
extensions in Queens County some time 
ago (See ELEcTRIC RAILWAY JOURNAL 
for Nov. 24, page 892). 

In conclusion Mr. Turner referred to 
the great increase in city debts, which 
during the last 25 years in New York 
had increased at a greater rate than 
the square of the population. A solu- 
tion of how to obtain improved trans- 
portation facilities in circumstances of 
this kind was by benefit assessments. 
On this point he said, in part: 

“In my opinion a _ pay-as-you-go 
policy based on benefit assessments is 
the most equitable and effective way of 
enlarging the financial resources of the 
community in the future. Every public 
improvement not only benefits the com- 
munity at large, but also it produces a 
corresponding local benefit that accrues 


to the land in the vicinity of the im- 


provement. And where there is a local 
benefit there should also be a _ local 
assessment. We have become so ac- 
customed to the local beneficiaries of 
public improvements being permitted to 
retain all of the benefits for themselves 
that we accept such a principle as a 
matter of course without realizing how 
unfair it is to the entire community. 
Benefit assessment can and should be 
made to furnish its proper share of the 
money so urgently needed for future 
community requirements. This is the 
only equitable and effective way that 
the financial resources of our com- 
munities can be enlarged sufficiently to 
meet future demands. It means spread- 
ing the cost of all community activities 
among all those who benefit in propor- — 
tion to the benefit each receives. The 
user of the city plant and the general 
taxpayer should not be the only ones 
to pay. The land-owner frequently 
benefits most of all and he should pay 
his share of the cost also. 

“There is nothing new in the prin- 
ciple of benefit assessments. The com- 
munities already pay for their street 
openings by assessment. They pay for 
their sewers in the same way. In 
Kansas City the property benefited is 
assessed to pay for the parks. Under 
the conservancy law of Ohio the benefit 
assessment plan is applied to furnish 
the money to build flood protection 
works to save the cities, towns and 
countryside from damage and destruc- 
tion. In Colorado the Moffat Tunnel 
through the Continental Divide is being 
paid for by benefit assessments, and in 
Detroit the public voted nearly three to 
one to pay for its rapid transit lines 
under a benefit assessment financial. 
plan.” 


a 
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Engineering Council to Unify 
Reforestation Effort 


O FRAME plans for the elimina- 
tion of waste in the administration 
of the vast public works functions of 
the United States government, and to 
unify national reforestation effort, the 
administrative board of the American 
Engineering Council will meet in Phila- 
delphia on May 8 and 9. _ Engineers 
representing more than 30 local and 
national societies in all parts of the 
country will attend. 
The council, of which ex-Governor 
James Hartness of Vermont is presi- 


T. & T. Executive Committee 


EVIEW of the progress of the vari- 
ous standing committees and a dis- 
cussion of plans for the program at 
the coming convention were the prin- 
cipal business coming before a meeting 
of the executive committee of the 
Transportation & Traffic Association at 
association headquarters, New York, on 
April 15. Abstracts of the reports of 
sub-committees will be asked for from 
the chairmen, but these will not neces- 
sarily be included in the printed report. 
Reports from the sponsors of the 
_ standing committees indicated that sub- 
stantial progress has been made and 
that the subject assignments will be 
covered in a comprehensive manner in 
the committee reports. In connection 
with the report of the joint accident 
prevention committee, President H. D. 
Briggs of the Claims Association was 
invited to take part in the discussion. 
It was agreed that one afternoon ses- 
sion at the convention should be de- 
voted to a joint session of the Trans- 
portation & Traffic Association and the 
Claims Association. At this session the 
report of the joint accident prevention 
committee will be presented and dis- 
cussed, in addition to other papers on 
accident prevention and general safety 
work. 

Plans were prepared for formal dis- 
cussion of the various committee re- 
ports, and it was agreed that the com- 
mittee sponsors should be responsible 
for submitting lists of operating men to 
prepare these discussions. The spon- 
sors are to submit their recommenda- 
tions to the executive committee at the 
earliest possible date. No definite time 
schedule will be followed at the conven- 
tion meetings. 

The question of organizing a freight 
committee was discussed and it was de- 
cided that it would be advisable to defer 
this until next year. In view of the 
importance of this subject, especially to 
interurban railways, it was decided to 
have a paper presented at the conven- 
tion and to arrange to have a formal 
discussion by various operating freight 
men. 

President Cherry appointed as a com- 
mittee on subjects to recommend defi- 
nite subjects for study next year J. V. 
Sullivan, chairman; Samuel Riddle and 
G. H. Clifford. Those present were 
President T. C. Cherry, Samuel Riddle, 
W. H. Boyce, J. V. Sullivan, Paul E. 


American Association News 


dent, has sent to its member organiza- 
tions throughout the country a request 
to aid in the observation of American 
Forest Week, which President Coolidge 
has proclaimed for April 27-May 3. 
Engineers in every state are expected 
to co-operate. EF. K. Copeland of Chi- 
cago has been appointed chairman of 
the Council’s Committee on Elimination 
of Waste in Industry. Other members 
are: Secretary Herbert Hoover, U. S. 
Department of Commerce; Dean Perley 
F. Walker, University of Kansas; R. E. 
Flanders, Springfield, Vermont; C. C. 
Thomas, Los Angeles; W. P. Hunt, Mo- 
line, Il. 


Wilson and James W. Welsh, and A. H. 
Ferrandou, chairman of the committee 
on bus operation. 


Wood Preservation 
ATA on wodd preservatives and 
preservation methods was _pre- 


sented the first day of a two-day meet- 
ing of the committee on wood preserva- 
tion held at association headquarters, 
New York, on April 7 and 8. Various 
preservatives and methods of treatment 
were thoroughly discussed by manufac- 
turer guests, with the view of present- 
ing as much information as possible 
in the committee report for the infor- 
mation of the electric railway industry. 
. On the second day only committee 
members were present at the meeting, 
which was devoted to the reports of 
sub-committees on open tank treat- 
ment of poles, brush and service treat- 
ment of poles, pressure treatment of 
poles, and methods of increasing life of 
timber by other than preservatives. 
All submitted progress revorts indicat- 
ing that the committee will have avail- 
able for presentation at the convention 
a valuable report covering the latest 
developments in the art. 

Members present were R. C. Cram, 
M. J. Curtin, E. F. Hartman, W. H. 
Harwood, E. L. Morier and A. P. Way, 
chairman. The guests were J. G. 
Kreer, American Wood Impregnation 
Corporation; L. A. Dunham and Mr. 
Bruce of R. W. Greef & Company; F. C. 
Zinsser and Allis Miller, Zinsser & Com- 
pany; George W. Saums of George W. 
Saums Company. 


“Boost the Railways” Night 
in New York 


ANUFACTURER and - supply 

members of the Metropolitan Sec- 
tion of the American Electric Railway 
Association will be in charge of the 
regular meeting to be held in New York 
on May 8. The fact that the manufac- 
turers and supply men have charge of 
the program is proof that a record at- 
tendance may be expected. 

The slogan for the meeting is “Boost 
the Railways,” and the opening address 
will be made by Lucius S. Storrs, re- 
cently appointed managing director of 
the association. This will be the first 
address by Mr. Storrs before any divi- 
sion of the association since his ap- 


pointment. He will point out the way 
by which electric railway interests can 
be “talked up” supported by every man 
connected with an electric railway. 
Following Mr. Storrs, two addresses 
are scheduled. The first is by Harry 
Vanderveer of the National Pneumatic 
Company, who will deliver a paper on 
the pneumatic influence in electric rail- 
way operation from the prehistoric to 
the pay-as-you-enter periods of devel- 
opment, with detailed description of the 
invention, construction, manufacture, 
installation and operation of the pneu- 
matic engine, interlocking system, 
safety guard, signal light, automatic 
treadle door and some hundred or more 
other devices, and side notes and refer- 
ences to all principles of pneumatic, 
electric and mechanical operation. 
There will also be an extemporaneous 
speech by a prominent member of the 
Metropolitan Section who does not yet 
know that he will be called upon to 
speak nor what his subject will be. 
The entertainment will include a dem- 
onstration by Joseph Dunninger, “The 
Master Mind of Mystery.” 
The place of the meeting is 29 West 


‘39th Street and the hour is 8 o’clock. 


A buffet lunch will follow the addresses 
and entertainment. 


Education 


ONDUCTING educational courses 

for an electric railway property on 
the “departmental group conference 
plan” was the center of interest at a 
meeting of the American Association 
committee on education held in the office 
of Edward Dana, general manager Bos- 
ton Elevated Railway,on April15. The 
meeting was attended by Chairman 
Edward Dana, E. M. Walker, C. S. 
Coler representing M. B. Lambert, W. 
J. Edmunds, G. A. Barnes and H. H. 
Norris. 

The committee suggested a number of 
ways in which the association depart- 
ment of publicity can co-operate with 
educational institutions, and was grati- 
fied to learn that the course in publie 
utility economics, prepared by the ex- 
tension division of the Pennsylvania 
State College, is complete and will be 
ready for distribution soon. 

A resolution was adopted urging the 
association to secure articles on educa- 
tional topics for Aerva, the subject of 
education being considered of impor- 
tance equal to other phases of electric 
railway activity. The committee was 
reinforced in this position by a state- 
ment made recently in Boston by Presi- 
dent Shannahan, that educational work 
is the most important present phase of 
the association’s activities. 

The principal work of the committee 
was the preparation and approval of a 
program for conducting “departmental 
group conferences,’ such as have been 
highly successful during the past sea- 
son on the Boston Elevated Railway. 
The education committee formulated 
specific suggestions for carrying out 
this plan and voted to request all. rail- 
way members in the committee member- 
ship to try out the plan during the 
coming season and report results. 

The committee had in hand a wealth 
of material regarding educational ac- 
tivities of member companies submitted 
by members of the committee, which 
will be digested for presentation in the 
annual report. 
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Reboring Compressor 
Cylinders at Syracuse 


HEN overhauling compressors 
the practice of the New York 
State Railways is to rebore a worn 
cylinder and press in a cast-iron 
bushing with s-in. wall. Reboring is 
done in the Wolf Street shop, Syra- 
cuse, on a radial drill manufactured 
by the Western Machine Tool Works, 
Holland, Mich. For boring out the 
cylinders a special boring head has 
been made which provides for sup- 
porting the tool close to the cutting 
edges so that vibration is eliminated. 
Boring is done with one operation 
and the reaming as a second opera- 
tion. The finish bore of the cylinders 
is from 0.003 in. to 0.004 in. smaller 
than the outside diameter of the 
bushing which is to be pressed in. 
The bushings for type DH-16 com- 
pressors are 10 in. long. 
In setting up a compressor for 


The Reamer in Position for Finishing 
Cylinder 


the reboring, it is lined up by using 
a straight edge across the finished 
ends of the cylinder so as to line this 
up with the finished surface of the 
drill press bed. After lining up, the 
compressor is held in place with C 
clamps. A compressor can be set up 
for boring in from ten to fifteen 
minutes and the reboring, pressing 


Reboring a Compressor Cylinder on Radial Drill in the Wolf Street Shop, Syracuse 


in of the cast-iron bushings and 
finishing of the cylinders require 
about five hours. The accompanying 
illustrations show a type DH-16 com- 
pressor in position for reboring. 


Dipping and Baking 
Reduces Rewinding 


PROGRAM of dipping and bak- 

ing railway motor armatures was 
started in 1922 by the Department of 
Street Railways, Detroit, Mich. A 
clear Sterling varnish is used, and 
the armatures are heated before 
they are dipped. They remain in the 
varnish until bubbles stop coming to 
the surface. At the end of the year 
1924 the process had been completed 
on about 70 per cent of the armatures 
in service. The average number of 
armatures rewound per month has 
been reduced from 77 in 1922 to 50 
in 1923 and to 29 in 1924. Officials 
of the department state that this im- 
provement is due almost exclusively 
to the dipping and baking process. 
A still further reduction is expected 
in the number of rewound armatures 
when they all have been dipped and 
baked. 


Fixture for Bending Radial 
Bar Rests 


HERE wrought steel parts are 

to be bent to a complicated 
form a jig is essential to insure that 
the parts are made to the proper 
shape. It is also easy to place stops 
on such-jigs that will determine ex- 
actly the length of material to be 
used so that measuring is not neces- 
sary. The accompanying illustra- 
tion shows a fixture used in the 155th 
Street shop of the Highth Avenue 
Railroad, New York City, for bend- 
ing rests used for radial bars. This 
fixture is arranged to fit in the hardie 
hole of the anvil. Its use saves 
much time in the bending operations. 
The rests are made of 14-in. x 4-in. 
bar steel. 

The forging operation consists of 
making a right-angled bend near the 
right-hand corner, as shown in the 
illustration. The iron is then bent 
around the left end of the fixture, so 
as to make a sharp bend, which is 
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Fixture Used for Bending Rests for Radial 
Bars in the Eighth Avenue Railroad 
Shops, New York 


approximately a 15-deg. angle. The 
third bend made, which is a right- 
angled bend, is that at the back right- 
hand end. This is then brought 
down to shape the hook support. 
This latter short bend is made with a 
forked fixture. With this jig ac- 
curacy is assured and much time is 
saved in the operation. 


Use of Knuckle Joint 
Connectors 


NUCKLE joint connectors are 

generally used for completing 
the electrical circuits to railway 
motors and for various equipment 
connections on cars. Where the con- 
nection made between pieces of 
apparatus is to be permanent, this 
type of connector should not be used, 
but either a soldered joint or a 
permanent type connector should be 
employed. 

In opening a circuit, it should 
never be necessary to use a hammer 
to break a knuckle joint connector. 
If jthe connector becomes stiff, it 
should be cleaned with a file until a 
fit which can be broken with the 
hands is obtained. The use of a 
hammer to break a connector makes 
it almost impossible to put the con- 
nector together again satisfactorily. 

When using the knuckle joint con- 
nector to make the _ connection 
between the motor cable and the car 
cable the connector should be placed 
in a stationary part of the cable and 
not in the swinging loop, otherwise 
a hard spot is liable to occur and the 
cable will break at this point. 


Truck Standardization 
Reduces Maintenance 


OME time ago the Des Moines 
City Railway decided to stand- 
ardize, as far as possible, its car 
trucks, motors and wheels. Old 
motors were replaced by modern 
GE-247 equipments, and 26-in. 
wheels were adopted as standard on 
the property. 
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A number of Brill 27-G trucks had 
been used previously in service with 
older motors and larger diameter 
wheels. When the motors were re- 
placed the trucks were still in good 
condition, but it was desired to use 
26-in. wheels so as to have only one 
standard for wheel size and motor 
equipment on the property. This 
was accomplished by rebuilding the 
trucks. 

New wheels and axles were used 
with the old truck side frames. To 
take the 26-in. wheels, the end frames 
and brake rigging were shortened. 
The side links were swung outward 
so as to clear the smaller wheels. The 
total cost of this work amounted to 
about half the cost of new trucks. 

As a result of the completion of 
this standardization program and the 
installation of new motor equipment 
the maintenance forces have been 
materially reduced. The total elec- 
trical force in the shop working on 
motor overhaul, armature repairs and 
wiring consists of only three men 
and a foreman. 


Screw-Type Pinion Puller 


TYPE of pinion puller with two 

jaws to go back of the pinion 
and a screw for producing the pres- 
sure is used in the Utica Park shops 
of the New York State Railways, 
Utica Lines. This pinion puller is a 
shop-constructed piece of equipment. 
A special feature consists of arrang- 
ing the fulcrum point for the two 
jaws close to the center of the pinion, 
so that the grip on the pinion in- 
creases as pressure is applied. 

In construction, the pinion puller 
is built up about a large nut which 
serves to mount the two jaws and 
which is also tapped out in the center 
for the screw through which pres- 
sure is applied. The outside end of 
the screw has a square head with 


Pinion Puller with Jaws that Tighten as 
Pressure Is Applied 


holes through which bars are placed 
for turning. The jaws are open, so 
that the two sides fit into the teeth 
of the pinion and the back end pro- 
jects down so as to give a firm grip 
for removal. ; 


Protecting Commutators 
from Dirt During Storage 


FTER armatures have been re- 

wound or repaired, a consider- 
able time frequently elapses before 
they are installed in motors. It is 
quite essential that no dirt be allowed 
to collect in the slots where the mica 
has been undercut between commu- 
tator bars. As a protection to the 
commutators after the armatures 
have been repaired and are awaiting 
installation in cars, the practice in 
the Wolf Street shop of the New 
York State Railways, Syracuse, is to 
tape on a cardboard cover. This ef- 
fectively prevents damage to the 
commutator and keeps out dirt and 
moisture. 

It also will be noted that each 
armature is equipped with bearings. 
It is the practice in Syracuse to fit 
each bearing to the particular shaft 
with which it is to operate, after 
which the bearings are kept with the 
armature. 


Cardboard Covering, Held in Place by Tape, Protects Commutators 
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New Equipm 


SS < 
ent Available 


Renewable Fuse 


KNIFE-BLADE type of renew- 

able fuse with but six elements 
has been developed by the Johns- 
Pratt Company, Hartford. Conn. The 
six elements include the knife blade 
with renewable links, a two-part 
spacing and lock washer, two end 
caps, and a fiber tube with two 
threaded metallic ends. The fuse 
links of the knife-blade elements are 
made in sizes ranging from 61 amp. 
to 100-amp. capacity and have slotted 
ends so that loosening of two bolts is 
all that is required to permit their 
release and replacement. In types of 
larger capacities which include fuses 
for 110 amp. to 600 amp., complete 
assembling of the bolt is required as 
the ends of the links are not slotted. 


Improved Circuit Breakers 


HE new General Electric type 

MR circuit breakers for electric 
railway service have improved cur- 
rent rupturing characteristics over 
previous designs, due to the power- 
ful magnetic blowout and the use of 
arc suppressor plates. The rupture 
is complete, in case of short circuit, 
in approximately 0.08 second, about 
half the time required by the 
previous ones. 

A heavy compound base, held in 
the box by three cap screws, sup- 
ports all of the operating mechanism. 
Examination of the contact tips may 
be made easily by the removal of the 
arc chute, which is held in place by 
a single latch attached to the box in 
such a way that it can be moved only 
when the cover is open. 

The new models include the follow- 
ing continuous ratings: MR-20-A, 15 
amp.; MR-21-A, 70 amp.; MR-22-A, 
140 amp.; MR-23-A, 240 amp. 


Light-Weight Shop Trucks 


NEW line of hand-drawn shop 

trucks is being introduced to the 
market by the Marion Tool Works, 
Inc., Marion, Ind. Solid metal con- 
struction is used throughout, which 
makes the dolly light but still 
sturdy enough to handle heavy loads. 
The trucks are equipped with steel 
axles and wheels and with roller 
bearings. They are built low to the 
floor and have no sharp edges, which 
might damage equipment. Holes are 
provided for attaching special skids, 


Roller-Bearing Hand Trucks 


removable platforms or special bodies 
where desired. 

The skid projections make this 
type of dolly particularly easy to 
load and unload, and the roller bear- 
ings make it possible for one man to 
handle heavy loads. By means of a 
lock the wheels are fastened sidewise 
while the truck is being loaded, so 
that accidents which might result 
from the truck drawing or creeping 
away are prevented. 


Portable Arc Welder 


Lance ease in operation is 
claimed for a new portable elec- 
tric welder especially designed for 


r 


use in railway shops which has been 
put on the market by the Lincoln 
Electric Company, Cleveland, Ohio. 
The equipment is said to be especially 
well adapted to shop work because of 
its relatively narrow width, which is 
but 21 in., so that it will pass readily 
through the narrow aisles fotind in 
some railway shops. 

The machine is low to the floor so 
that it will not tip over. The frame 
is of structural steel, extending be- 
yond the equipment so as to protect 
it from damage. The _ stable-are 
method of welding is used, which is 
said to revolutionize old ideas of 
welding. The new equipment is of 
300-amp. size, which has been found 
to have the greatest economy in rail- 
way work. 

The stable-arc method provides a 
steady, uninterrupted flow of heat, 
enables the operator to handle the 
equipment with ease, and gives great 
speed and a high quality of work. 
A push-button starter, tool box 
handy but out of the way, spring 
controlled handle which is out of the 
way when not in use, handy cable 
hooks, and light total weight are 
some of the other features. 


Truck Mounted Are Welder for Shop Use 


ca 
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Service-at-Cost Suggested 


Conferences at Buffalo Believed to Have 
Resulted in Bringing City and 
Railway Together 


City-company co-operation as a 
means of solving the traction problems 
of Buffalo, N. Y., was agreed upon at a 
series of conferences attended by rep- 
resentatives of the International Rail- 
way, Mitten Management, Inc., mem- 
bers of the Buffalo City Council, a com- 
mittee of the Chamber of Commerce, 
the Public Service Commission and pub- 
lishers of the daily newspapers in Buf- 
falo. Members of the City Council are 
“now investigating municipal supervi- 
sion over traction lines in other cities, 
particularly Cleveland, and newspaper 
owners have turned an about face from 
their former hostile attitude. 


PARTNERSHIP ARRANGEMENT FAVORED 


Details of the series of conferences 
were withheld from the public by agree- 
ment, but it is known that officials of 
the International Railway are prepared 
to consider a service-at-cast plan of 
operation under the supervision of a 
commissioner appointed by the city 
with close co-operation between the 
management of the railway and the 
municipal authorities. ; 

Later conferences held between rep- 
resentatives of the railway and the 
municipal authorities considered imme- 
diate improvement in service, the mat- 
ter of paving between the tracks on 
certain streets and the betterment of 
rails and equipment and more adequate 
supervision over the spacing of cars to 
prevent bunching and traffic delays. 

Mayor Frank X. Schwab, who has 
been continuously harassing the man- 
agement of the International, announces 
that he is well pleased with the results 
of the first series of conferences. Rep- 
resentatives of all city interests dis- 
cussed the traction problems freely and 
the newspaper publishers are reported 
to have consented to withhold criticism 
of the railway pending the outcome 
of the present negotiations. This was 
the first time that various interests in 
Buffalo have had a heart-to-heart talk 
with executives of the railway and 
Mitten Management, Inc., regarding the 
traction problems of the city. 


MANy PROMINENT MEN ATTEND 


Among those who attended the first 
conference were: Thomas E. Mitten, 
chairman of the executive committee 
of the International Railway and pres- 
ident of Mitten Management, Inc.; Her- 
bert G. Tulley, president of the Inter- 
national; J. A. Queeney, vice-president 
of Mitten Management, Inc.; B. J. 
Yungbluth, vice-president of the In- 
ternational Railway; Mayor Frank X. 
Schwab and members of the City Coun- 
cil, except Commissioner Frank C. had 
kins, the Socialist member of the board, 


The News of the 
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Industry | 


represented the municipal government. 
Commissioner Perkins believes in public 
discussions. N. L. Danford, president 
of the Buffalo Chamber of Commerce; 
J. P. Williams and G. C. Lehman rep- 
resented the Chamber of Commerce, and 
five local newspaper publishers also 
were present with members of the Pub- 
lic Service Commission. 

In a joint statement signed by Mayor 
Schwab, Mr. Mitten and Mr. Williams, 
the conference informed the public that 
there will be detailed consideration at 
future meetings of the Cleveland, De- 
troit and Rochester plans of municipal 
supervision. The offer of the Inter- 
national Railway to submit a digest 
embracing portions of the three plans 
best adapted to the city of Buffalo was 
accepted. Pending consideration of the 
city-company plan, the railway has 
agreed to co-operate with the city so 
that every possible improvement in 
service can be made at once. 

After the third conference, Mayor 
Schwab issued a formal statement say- 
ing he is not in favor of the city buying 
the local properties of the International 
Railway at any price or the city assum- 
ing any financial obligation in regard 
to the company. He said that neither 
of these must be done under the Tayler 
system now jn operation in Cleveland. 
After an inspection of conditions in 
Cleveland Mayor Schwab said he found 
that the service-at-cost plan had 
worked successfully in that city for 
fifteen years. 


Worcester-Leicester-Spencer 
Service to Be Restored 


The Worcester Consolidated Street 
Railway, Worcester, Mass., which aban- 
doned its Worcester, Leicester and 
Spencer line early last winter, has an- 
nounced that service on the line will 
be restored about May 1. The resump- 
tion will be accompanied by a reduction 
in fares for those who do not use the 
weekly ticket. The fare from Worcester 
to Spencer will be 40 cents instead of 
45, to Leicester 20 cents instead of 24 
and to Cherry Valley 10 cents instead 
of 17. Express service between City 
Hall, Worcester, and the Leicester line 
is planned. 


The proposed new rates will be 
accompanied by a change in zone 
charges and fare limits. There will 


be four zones instead of six and the 
zone charge will be 10 cents instead of 
7 cents. The company will put into 
effect a $1.25 weekly ticket for riders 
who commute from St. Joseph’s Church 
in Leicester to Worcester. Passengers 
will be permitted to ride between 
Spencer and the Worcester city line for 
$2.50 weekly and between any point in 
Leicester and the city line for $1.75. 
From the city line of Worcester to the 
local city hall the cash fare will be 10 
cents. 


Bus Grant Accepted 


Stage All Set to Begin Operations in 
Kansas City with 60-Car Fleet 
—Negotiations Ended 


The three-year bus franchise, the 
ordinance for which was passed by the 
City Council on April 6 and approved 
by Mayor Albert I. Beach on April 7, 
was formally approved by Judge Kim- 
brough Stone, referee in the receiver- 
ship of the Kansas City Railways, on 
April 20. Judge Stone, on the latter 
date, held a formal hearing on the fran- 
chise ordinance to give the company’s 
creditors an opportunity to enter ob- 
jections to the expenditure involved in 
the event that the company starts a 
bus system. 

When no objections were offered at 
the hearing, Judge Stone authorized 
the receivers of the railway to accept 
the terms of the ordinance and to ex- 
pend any required amount up to $750,- 
000 for buses and equipment. Thus 
ended the fight for bus transportation 
in Kansas City, which has been in prog- 
ress almost constantly since December, 
last year. 

Fred G. Buffe, general manager for 
the receivers, said that plans for a 
thoroughly modern garage for about 
65 to 70 buses would be finished at 
once, construction to begin immediately. 
He said that the final decision as to 
the make of buses to be used had been 
made and the deal for the purchase of 
such equipment will have been con- 
summated within the next two weeks. 
The first bus line will probably be in 
operation July 1. Under the terms of 
the franchise, the first line must be 
established by the latter part of July 
and two additional lines must be started 
each month until the nine routes are 
in operation. 

Col. Bennett Clark, St. Louis, Mo., 
was present as spokesman for the re- 
organization committee. He approved 
the proposed bus project and _ specifi- 
cally waived all objection to certain 
provisions of the franchise in view of 
the short term of three years during 
which it is to be effective. 

In approving the bus ordinance and 
sanctioning the acceptance of the fran- 
chise by the receivers, Judge Stone is 
said to have indicated that certain pro- 
visions of the ordinance would have 
necessitated very careful study had the 
duration of the franchise been for a 
longer period of years. 

Francis M. Wilson, one of the re- 
ceivers, said: — 

We have the required authority now, 
but we are not going to- rush into the pur- 
chase of buses. We will be guided by 
caution, not by a desire for speed, and we 
intend to avoid mistakes, if we can, in 
purchasing equipment. This is an experi- 
ment in bus operation and we desire the 
new service to have a fair chance to prove 
its merit and practical worth. It is true 


that we have already agreed upon the make 
of vehicle to be purchased. 
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Mr. Wilson said that he is confident 
that the new garage will be as modern 
and efficient as could be desired. Three 
of the officials of the company are said 
to have just returned last week from a 
tour of inspection of garages in Chi- 
cago, Detroit and St. Louis, Mo. 

Mr. Buffe said that there are to be 
nineteen double-deck buses, 41 single- 
deck ones and four special buses in the 
initial outlay, which is to furnish ac- 
commodations for the nine routes, one 
of which will have express service. 

Mayor Beach is said to have ex- 
pressed his gratification upon hearing 
of Judge Stone’s approval of the bus 
franchise. He said that Kansas City 
needs buses badly and pledged the city 
to co-operate in every possible manner 
with the railway receivers in the opera- 
tion of the buses. 


Service-at-Cost Contracts 
Approved for Missouri Cities 


Service-at-cost contracts between 
Missouri municipalities of 100,000 popu- 
lation or more and electric railways, 
bus companies and other common car- 
riers are now possible under the terms 
of an enabling act passed by the Mis- 
souri House of Representatives on April 
1. The bill had previously been ap- 
proved by the Senate, but goes back 
to the Senate for concurrence to minor 
amendments tacked on in the House. 
The bill was sponsored by Bennett 
Clark, attorney for the organization 
committee of the. Kansas City Street 
Railways. The measure applies to St. 
Louis, Kansas City and St. Joseph. 
Under the measure cities cannot enter 
into a contract for a period longer than 
30 years without the approval of the 
voters. 


Staten Island Tunnel 
for Passengers 


Governor Smith of New York has 
approved the Hofstadter bill providing 
that the Brooklyn-Staten Island tunnel 
may be constructed by the Board of 
Transportation with the approval of 
the Board of Estimate and appoint- 
ment of the city of New York instead 
of “shall be constructed by the Board 
of Estimate and Apportionment,” and 
that such tunnel if constructed shall be 
for rapid transit purposes exclusively. 

The Governor based his reasons for 
signing the bill upon the fact that it 
seems to be the weight of engineering 
opinion that it is not practical to oper- 
ate rapid transit trains on the same 
tracks provided for -freight and the 
wishes of the people of Staten Island 
for transit facilities. 

The Governor explains that the tun- 
nel as designed calls for an expenditure 
of approximately $60,000,000, while a 
tunnel designed for rapid transit would 
eall for an expenditure of about 
$22,000,000. He says this money could 
well be applied to the construction of 
additional subways and that the busi- 
ness thing to do is to change the law, 
give Staten Island her rapid transit 
tunnel at the earliest possible moment, 
let the freight feature be cared for 
under the comprehensive plan of the 
Port Authority, drawn to feed all five 
boroughs of the city, having behind it 
the sanction of New York and New 
Jersey. 
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Transportation Problem in 
Pomona Remains Unsettled 


The future operations of a bus sys- 
tem to supply Pomona, Cal., citizens 
with transportation appears to be 
somewhat a matter of doubt, as recent 
investigations by the citizens’ committee 
show it legally impossible for the city 
to subsidize the City Transit Company 
to make possible the guarantee of local 
bus service. Furthermore, it was found 
impracticable for the city to acquire 
by purchase or lease the equipment of 
the City Transit Company and operate 
it as a municipally-owned bus system. 

Based upon the unsatisfactory find- 
ings of the committee the Mack Motor 
Bus Company of Los Angeles, it is 
reported, stated service would be dis- 
continued as soon as the city had filed 
notice of its inability to support the 
bus system. The Mack concern holds 
title to the bus equipment, on account 
of the failure of the City Transit, Inc., 
to meet payments on the layout of 
equipment. The City Transit Company 
is some $13,000 in the “red” as a 
result of six months’ operation. 

The bus system was put into opera- 
tion on Sept. 15, 1924, and was under- 
taken after the Pacific Electric Railway 
had been authorized by the California 
State Railroad Commission to discon- 
tinue its local one-man car service. 
The abandonment was allowed on the 
plea of the company that its local lines 
in Pomona were being operated each 
year at a distinct loss. Finally the 
commission authorized the company, 
after discontinuance of service, to re- 
move physically its tracks from the 
streets of Pomona, as it formerly oper- 
ated quite an extensive mileage in the 
city. 

The bus system was a dream of the 
former Mayor of the city, who was a 
most ardent sponsor for its establish- 
ment under the present manner of 
ownership and operation, and his death 
a few days before the service was 
rae in September last was keenly 
elt. 

With the passing of the present sys- 
tem, possibly out of existence, Pomona 
will be without mass transportation 
unless the “jitney” type of bus enters 
the field to be the final solution of the 
problem. 


Arbitration in Atlanta 


Possibility of a strike tying up serv- 
ice on the railway lines of the Georgia 
Railway & Power Company, Atlanta, 
Ga., was averted on April 16, when 
officials of Local No. 732 of the Amal- 
gamated agreed to arbitrate demands 
for an increase of maximum wages paid 
motormen and conductors. The local 
union has selected Luther Still, well- 
known Atlanta labor leader, while the 
Georgia Railway & Power Company has 
named C. Murphey Candler as its repre- 
sentative on the arbitration board. The 
two will select a third member to com- 
plete the board: Both Mr. Still and 
Mr. Candler served last year on a sim- 
ilar arbitration board. 

At present trainmen are being paid 
43 cents for the first nine months of 
service, 48 cents for the second nine 
months and the maximum of 51 cents 
after they have served a year and a 
half with the company. An effort will 


be made by the union, it is understood, 
to advance each of these rates to train- 
men. It was at last year’s. arbitration 
that the maximum was advanced from 
48 cents to 51 cents an hour. 

Present demands include proportion- 
ate increases for all other members of 
the union in the employ of the power 
company. Although wages have been 
advanced from 25 cents an hour as a 
maximum to 51 cents since 1913, the 
union insists that the wages paid are 
still too low to meet present-day stand- 
ards of living. It is asking for a maxi- 
mum of 60 cents an hour for motormen 
and conductors. 

Because of jitney competition, the 
power company has refused to consider 
any demands for increased wages dur- 
ing the past year. With this competi- 
tion removed and the way paved for an 
increase in the income of the depart- 
ment, it is possible that some of the 
demands of the employees can be 
granted by the company. 


Two Arbitrations in Scranton 


The Scranton Railway, Scranton, Pa., 
and its employees are in the midst of 
two separate and distinct arbitrations. 
One of these concerns the suspension 
of Motorman Harry Laymon and the 
other concerns the question of wages 
and contract for the coming year. 

For violation of rules at the New 
York, Ontario & Western Railroad 
crossing in the Borough of Mayfield, 
endangering the lives of some 55 people, 
Motorman Harry Laymon was sus- 
pended on Feb. 15, 1925. The union 
took exception to the company’s rul- 
ing. It threatened a strike if he was 
not reinstated and paid for all time 
lost. W. B. Fitzgerald, international 
vice-president of the Amalgamated, 
went to Scranton and insisted the men 
withdraw their strike threat and live 
up to the contract. This agreement, 
effective from April 1, 1924, to April 
1, 1925, stipulated that in the event 
the differences could not be settled 
arbitration was to decide the issue. The 
company has selected as its arbitrator 
D. R. Reese, general counsel of the 
Delaware, Lackawanna & Western Rail- 
road and president of the Lackawanna 
Motor Club. The union has selected 
Frank Walsh, business agent of. the 
garment workers’ union. No agree- 
ment has been reached on the third 
arbitrator. 

In the draft of contract submitted 
by the union there were a great many 
changes in working conditions and a 
demand for an increase in wages of 16 
cents an hour for all crafts. After two 
days discussion the company refused 
to grant any of the requests except to 
make two concessions regarded as mu- 
tually advantageous. The company 
offered to renew the old wage scale and 
operate under the existing conditions. 
This the union failed to accept, and 
after a meeting and a strike vote, which 
was lost, it notified the company that it 
would arbitrate the wage case. The 
company thereupon selected John M. 
McCourt, member of the law firm of 
Knapp, O’Malley, Hill & Harris and the 
same arbitrator as last year, while the 
union selected L. F. Hart, its business 
agent, also the same man selected last 
year. The third man has not been se- 
lected. 
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P.R.T. Fare Hearings to Be 
Resumed 


Hearings on the Philadelphia Rapid 
Transit Company’s fare rate case will 
be resumed before the Public Service 
Commission in Harrisburg on April 29. 
The commission stated that the date 
was set after consideration of a peti- 
tion and complaint filed recently by the 
United Business Men’s Association, 
which sought to procure revocation of 
the present 8-cent fare order. Since the 
filing of that petition the city has de- 
cided to join the fight to reduce fares. 
The commission stated that it had also 
notified Milo R. Malthie, New York, who 
has been investigating the Philadelphia 
case for several months, to be prepared 
to submit his final report. 

The answer of the company was filed 
with the commission on April 15. It 
admits certain facts that the petitioners 
allege, but denies generally the asser- 
tions relative to the company’s earning 
capacity. The company admits that the 
wage requirements for 1924 were met 
and that the fare, 8 cents cash or two 
tokens for 15 cents, has been in effect 
since Sept. 25, 1924, and that the com- 
pany’s balance sheet shows a surplus of 
$5,600,000. Of that balance, however, it 
is said, a large part was earned in 1924. 
The rest represents accumulations 
since the formation of the company. 
During many of these years no divi- 
dends were paid upon the company’s 
stock. 


Bus Plan for Norfolk Goes 
Before Public 


A public hearing was held in Norfolk, 
Va., on April 16 on the ordinance pro- 
viding for control of bus transporta- 
tion by the Virginia Railway & Power 
Company. The City Council advisory 
transportation committee of Norfolk has 
approved the proposal of the railway 
company for bus operation in the city. 
The plan that was suggested calls 
for universal transfers between street 
cars and buses, with a general bus 
fare of 7 cents and a provision for 
school tickets. Mayor: Tyler has an- 
nounced that the Council will seek pub- 
lic reaction from all sections. Copies 
of the proposed ordinance were pre- 
pared for distribution, as the Council 
desires that the public understand the 
plan from every angle. 

Independent bus operators who have 
invested money in motor vehicles have 
opposed the grant of the permit to the 
company, as the traction company pro- 
poses to take over the bus equipment 
now in service wherever possible. The 
Bus Association, Inc., representing the 
majority of independent operators, is 
unwilling to surrender the business of 
its members without a fight and has 
filed a 3,000-word attack on the plan. 
The document refers to the rights of 
the independent bus operators, favors 
competition and prophesies higher fares. 

It was announced in the ELECTRIC 
RAILWAY JOURNAL, issue of Jan. 31, 
1925, page 199, that the company was 
ready to submit a plan for the opera- 
tion of buses in Norfolk in co-ordina- 
tion with or as an auxiliary to its 
railway system there. At that time 
it was stated that the company was 
willing to reimburse operators of bus 


routes which it took over on the ap- 
praised value of the equipment by a 
board of arbitration, if the company 
and owners were unable to agree. 
Further, that the company was willing 
to begin the operation of buses without 
additional legislation from the Virginia 
Assembly. 


Straight Seven-Cent Fare 
Refused in Shreveport 


Chairman Huey P. Long of the 
Louisiana Public Service Commission 
has refused the application of the 
Shreveport Railway for a blanket 7-cent 
fare and has granted the company a 
7-cent cash fare with lower rates for 
those who purchase tickets. The order 
granting the company a T7-cent cash 
fare requires the sale of four tickets 
for 25 cents, 64 cents each, and the sale 
of a block of seventeen tickets for $1. 
In his finding Chairman Long said: 


With the exception of a few lines one- 
man cars should be operated. It is quite 
evident that on some of the lines a great 
saving could be made in this manner. Just 
what lines should be excluded from this 
operation of one-man cars, and during 
what hours, we would not attempt to dic- 
tate because the proposition is one for local 
regulation. 

It is testified that jitney buses are 

being regulated by the city, and that such 
regulation continues to become of growing 
benefit to the company’s service and the 
community safety. This also is another 
matter of local control, but many cities 
appear to have adopted a similar course. 
_ We are reminded that the company 
is forced to pave streets. It is not our func- 
tion to pass upon the question of the reason 
why such an obligation can be justified. 

If we order a fare in this case that tends 
toward constantly diminishing the number 
of car riders, the problem may never be 
solved. But if, on the other hand, we can 
see our way clear to order a somewhat 
better fare, such as will encourage car 
riding, the company’s relief may be 
brought to hand. Again, a system of 
charges that tends to popularize the com- 
pany’s service may inspire a good will that 
will make much more easy of accomplish- 
ment the economies that may appear 
necessary from time to time. 


The railways contended for an in- 
crease in fare from 6 cents to 7 cents 
per passenger, including transfers, and 
not to affect fares of school children. 
It argues against a reduced rate for 
tickets. 

Operating revenue for the year ended 
Dec. 31, 1924, was: 


GOSS VCAPINMES| © Asiraja ato. 1s 5 's'a) pacreuelals $648,274 
Operating Expenses— 
Maintenance of way ........... $48,603 
Maintenance of equipment ...... 77,081 
VPTAIMNC: GXPENSE. jo cicie'sle cis >.¢isis Diniae 6 7,485 
Operation. Of {Gars’ 4.0). shes ethene 244,589 
BOW OL Us itty foptrel se s'f,.s 3 +: cils:/ine, Photos. p 68,818 
Generalexpense? 2.0. 3.5\< sieves eicgaies 70,250 
TASS ANGSIICENSE ~.fo05 ohi\e.0: crete. > love save 45,009 
CRO CIACION ia son ypiieho\'s (5) syiszanata. 6 aaa §2,543 
PESO DEMING sthT'y pal al atele\ sw §. ahevatiee e ale $614,371 
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ENGR Og Cf a a ee Oe $7,048 
Resolution Would Prohibit 'Il'ax- 
Exempt Securities. — The Wisconsin 
Legislature recently passed a _ joint 


resolution asking Congress to submit to 
the states for ratification an amend- 
ment to the Constitution of the United 
States prohibiting the further issuance 
of tax-exempt securities by federal, 
state or local governments. 


Unofficial View of Decision in 
Kansas Case 


Substantial legal opinion at Wash- 
ington takes the view that the decision 
of the Supreme Court in the Kansas 
case has been badly interpreted by the 
press. The decision is thought to be 
epochal for the reason that it did not 
outlaw compulsory arbitration. On the 
contrary, it was made clear that, where 
a strike would interfere with contrac- 
tual obligations for the performance of 
essential public duties, it is within the 
power of government to compel arbi- 
tration. 

The inference is that the Supreme 
Court would sustain a law compelling 
arbitration in the case of labor disputes 
affecting operation of the railways or 
of the telegraph lines. “The power to 
compel the continuance of a business 
because affected with a public interest 
is altogether exceptional, as the court 
says,” a prominent attorney comments, 
“but it does exist and the court has by 
no means indicated otherwise.” 

It is significant that the decision was 
unanimous. 


San Francisco Decides on Duboce 
Rapid-Transit Tunnel 


After several heated sessions before 
the San Francisco Board of Supervisors 
concerning the relative merits and dis- 
advantages of the Eureka-Sunset and 
Duboce tunnel projects, respectively, a 
decision was reached on April 6 favor- 
ing the Duboce tunnel. The cost will 
approximate $1,600,000, all of which 
will be met by the proceeds of an 
assessment of property owners in the 
district. The assessment plans must 
bé approved by the board. 

The route selected is the longer of 
the two proposed and, unlike the pro- 
posed Eureka-Sunset tunnel, the Du- 
boce tunnel will be constructed for 
street car traffic only. It will connect 
by the most direct route the Sunset 
and Eureka Valley districts to the 
southeast of Golden Gate Park and the 
business centers of San Francisco. 


Case of St. Louis-Kansas City 
Line Before Commission 


Argument on the question of whether 
the Missouri Public Service Commis- 
sion should issue a certificate of con- 
venience and necessity to the proposed 
St. Louis-Kansas City Short Line Rail- 
way were heard at Jefferson City, Mo., 
March 23 and both sides to the con- 
troversy submitted final briefs. 

Representatives of the steam rail- 
roads told the commission the proposed 
line would cost $60,000,000. They also 
asserted that the proposed railroad had 
not secured franchise rights either in 
St. Louis or Kansas City, its proposed 
terminals. Further, they alleged the 
new line would furnish competition 
destructive to the existing steam lines. 

Proponents of the proposed line 
stated that the steam roads had never 
furnished service that would develop 
the territory they plan to serve and are 
now endeavoring to defeat an effort to 
give a great section of the state modern 
transportation facilities. 
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Adjournment in Albany 
Fare Case 


The United Traction Company, Al- 
bany, N. Y., presented to the Public 
Service Commission on April 17, at a 
hearing on its petition for an increase 
in fare from 7 to 10 cents, a valuation 
figure of $18,113,079, upon which its 
officials and experts rested their claim 
that the increased fare be granted to 
the company on its Capitol district 
lines. The company claims to have 
lost $4,000,000 in ten years. 

Albany city officials sought a five 
months’ adjournment to permit its ex- 
pert, Edward W. Bemis, to establish a 
value for the lines. Chairman Prender- 
gast of the commission said he would 
allow five weeks. Adjournment was 
taken to June 1. 

The United Traction Company’s 
figures were presented by George H. 
Burgess, after John E. McLean, coun- 
sel for the railway, had declared that 
the company was unable on the 7-cent 
fare to pay interest on bonded indebted- 
ness. The city’s chief attack, it is 
reported, will be directed to show that 
the company is placing too high valua- 
tions on the investment for which it 
may claim a return. 


Railway-Bus Plan Delayed 
in Toledo 


The Community Traction Company, 
Toledo, Ohio, which was scheduled to 
have submitted a new transit plan for 
unified street railway and bus opera- 
tion in Toledo, at a City Council meet- 
ing on April 20, asked for more time to 
permit counsel to go into many difficult 
questions. 

Henry L. Doherty in a letter to the 
Mayor and Council, read at the session, 
asked for co-operation in solving the 
present problems and blamed “selfish 
politicians” largely for the present 
status of affairs. He stated that he 
was sincerely interested in helping 
Toledo and proposed that the city em- 
ploy an outside expert to make a transit 
survey and study of the city. Mr. 
Doherty offered personally to finance 
such a study up to $25.000. Otherwise 
the company will probably have its re- 
lief plan ready for Council by May 1. 

Mayor Brough, to whom the letter 
was addressed, advised against the 
survey, as making for added delay, and 
recommended that the company bring 
in its report as soon as possible. 

In his letter Mr. Doherty declared 
that the Milner ordinance “‘is the best 
street railway ordinance that was ever 
drawn and much better than the Tayler 
ordinance.” He declared that the real 
difference between the two had been 
that the Milner ordinance had never 

‘had the co-operation of the people of 
Toledo while the Tayler ordinance did 
receive the co-operation of Cleveland. 
It was his opinion that if it had not 
been for the long period of misunder- 
standing and embarrassment in which 
the railway system of Toledo had been 
compelled to suffer, due to the diffi- 
culties of reaching an agreement with 
the city and the lack of co-operation 
which had prevailed since the passage 
of the Milner ordinance, a vastly im- 
proved condition with respect to railway 


operation would be the status today. 

Mr. Doherty. said that it seemed idle 
to believe that buses could ever com- 
pete successfully with a street railway 
system, but conceded that there was a 
place in most transportation systems 
for buses as a supplementary factor 
and not as a competitor. He also inti- 
mated that drastic restriction of pri- 
vate automobile parking in the con- 
gested districts would tend to benefit 
street railway systems. 


Amendments Suggested to 
Michigan Bus Bill 


Clarence E. Wilcox, counsel for the 
Detroit Department of Street Rail- 
ways, Detroit, Mich., has offered amend- 
ments to exempt municipally owned 
bus lines and certain privately owned 
buses and trucks from the provisions 
of the Karcher bill, now before the 
Legislature. He wants the Michigan 
Public Utilities Commission authorized 
to weigh public demand in considera- 
tion of permits for bus lines. The 
Detroit Street Railway Commission’s 
buses operate into Highland Park and 
other suburban cities. It was pointed 
out by Mr. Wilcox that the proposed 
bill would impose a heavy additional 
tax on these buses and, in addition, it 
would give the Michigan Public Utili- 
ties Commission power over the city’s 
system not intended by the home rule 
act. In short, Mr. Wilcox wants mu- 
nicipally owned buses exempted, not 
only for operations within the city but 
also in a zone reaching 10 miles beyond 
the city limits, as provided by the home 
rule act. His proposal was opposed by 
W. G. Fitzpatrick, attorney for the 
Detroit United Railway. The amend- 
ment providing for the consideration 
of public demand was also opposed by 
the D.U.R. attorney on the ground that 
public demand was a fickle thing, easily 
influenced. W. F. Evans, president of 
the Detroit Motor Bus Company, 
backed Mr. Wilcox. He said prepara- 
tion must be made for the time when 
the private automobile will be used less 
promiscuously than it is now. Detroit 
jitney operators would be made com- 
mon carriers by the bill as it stands. 


Change in New York Law 
Approved 


Governor Smith on April 13 approved 
the Nicoll-Hofstadter bill, which will 
take away from the State Transit Com- 
mission the power to modify agree- 
ments between the New York City 
authorities and traction companies op- 
erating within the city. The bill was 
introduced to carry out a recommenda- 
tion contained in the report rendered by 
Justice John V. McAvoy following his 
investigation of the New York City 
transit situation. The provision in the 
law repealed by the bill was enacted 
during the régime of Governor Miller. 
It proved most objectionable to Mayor 
Hylan. The Transit Commission was 
not opposed to the measure. Indeed, 
Chairman McAneny of the commission 
insisted that the power was an im- 
proper one that should not be continued. 
The Transit Commission has never ex- 
ercised the power since the clause was 
enacted. 


Intermediate Permit Law Passed 
in Oklahoma 


The Legislature of Oklahoma has 
passed a bill known as the revocable 
permit law, which permits public utility 
companies engaged in furnishing gas, 
electricity or water under a municipal 
franchise to surrender such franchise 
at any time before its expiration and 
receive in lieu thereof a permit from 
the Corporation Commission of the 
State. The bill provides, among other 
things, that no company may com- 
mence the business of furnishing public 
utility service in any municipality so 
long as there is in existence a valid 
franchise or permit authorizing any 
other company to conduct in such city 
or town a business similar to that pro- 
posed until the Corporation Commission 
shall issue a certificate of public con- 
venience and necessity therefor. 


Capital Traction Company an 
Industrial Exhibitor 


Washington’s first industrial exposi- 
tion, fostered by the Chamber of Com- 
merce, was held March 21-28 in the new 
auditorium. About 90 exhibitors dis- 
played products made in the capital. 

As a producer of transportation the 
Capital Traction Company occupied the 
most conspicuous position on the main 
floor of the auditorium—a space octag- 
onal in shape with a diameter of 31 ft. 

The company’s display was so con- 
ceived as to be artistic as well as in- 
structional. Columns erected at each 
angle of the octagon were each sur- 
mounted by a small street railway car, 
painted the same shade of green as 
cars on the streets. These cars were 
illuminated at night. 

A cabinet about 20 ft. long.and 9 ft. 
wide, erected at one end of the space. 
was surmounted in the center of the 
roof by a larger model of a street rail- 
way car, and at each corner was a 
column bearing a large light globe. 

Through the front wall of the cab- 
inet, facing the entrances to the hall, 
was cut a space for the “screen” of an 
automatic lantern slide machine. On 
the back wall was a large painting of 
the Capitol, the Monument, the Lincoln 
Memorial, a bathing scene and one of a 
Zoo. At the bottom of this painting 
two miniature Capital Traction cars 
were reproduced. 

In the automatic slide machine 39 
slides were used to illustrate impor- 
tant events in Washington’s municipal 
transportation history and to give 
essential facts to the public about 
operating costs, etc. 

Two employees of the company were 
in constant attendance at its booth and 
5,000 safety buttons with safety slogans 
and the company monogram, “C. T. Co.,” 
were distributed, many of them to 
school children. Several thousand book- 
lets containing facts about the company 
and copies of a street railway guide to 
Washington were distributed. 

The white, blue and gold color 
scheme of the display attracted much 
attention from the 40,000 visitors dur- 
ing the seven days the show was open. 

Seats vlaced at various convenient 


points offered visitors to the booth a i 


chance to rest for a moment. 


; 
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Recent Bus Developments 


Many Items of Interest Reflecting the Increased Use of the Bus 
by the Electric Railways—Important Authorizations— 
Public Service Victor in South Jersey 


HE Public Service Railway, New- 

ark, N. J., recently purchased the 
two independent bus lines owned by 
Charles A. Aceto in Camden and oper- 
ated as the Continental Coach Company 
and the Aceto Bus Company. The pur- 
chase price was $100,000. The sale in- 
cluded eight buses. Its consummation 
removes from the field the last of the in- 
dependent companies in Camden. In a 
full-page advertisement in the Camden 
Couner for April 15 Mr. Aceto said 
that the point was reached where com- 
petition between his own company and 
the Public Service created a deadlock 
and that the people who needed a bet- 
ter, more efficient transportation sys- 
tem were the real sufferers. He be- 
lieved that the Public Service Railway 
could offer that district better service 
and a 5-cent fare if his companies were 
not competing, so he felt he should no 
longer stand in the way. A portion of 
his statement follows: 


I extend my sincerest thanks to my 
patrons and friends who have said kind 
words about my efforts to provide good 
accommodations and who, when occasion 
required, marched to City Hall to help me 
fight my battles, 

To fight the public’s battle is a marvel- 
ous thing, a great privilege, but no man 
has a right to expect the public to remain 
loyal, permanently, to any concern which 
is beset by such circumstances that it can- 
not render the best possible service. In 
the face of desertion by some of my pa- 
trons, I know that sooner or later my lines 
would face utter ruin. 


Sixty representatives of bus lines in 
Minnesota met on April 16 with the 
Minnesota Railroad and Warehouse 
Commission to consider the terms of the 
new bus line control bill, which places 
regulation with the commission. Com- 
missioner Ivan Bowen explained some 
of the terms of the law and said a set 
of rules and regulations would be issued 
later. The companies were warned they 
must get permits. The companies in 
operation when the law was passed may 
continue until applications are approved 
or refused, and with a permit lines 
cannot quit without permission and the 
commission must act on schedule and 
fare changes. The companies will be 
asked to file bonds fixed by the com- 
mission. They must have satisfactory 
liability and indemnity insurance. Cities 
still. retain authority to govern bus 
routes within their limits. 


Entrance of another railway into the 
bus field is heralded by the application 
of the Olean, Bradford & Salamanca 
Railway to the city of Salamanca, 
N. Y., for permission to run buses 
over certain streets, among them some 
that lead to the new Allegany State 
Park, a mecca for tourists and campers. 
The company also plans to operate 
buses between Little Valley and Sala- 
manca, following permission granted 
by the state to discontinue that link 
of its interurban trolley system. It 
was shown that this line had been 
operated at a loss for some time. 


Fares on bus lines in Medford, Mass., 
have been increased by the Boston Ele- 
vated Railway, following the granting 
of a permit by the city government giv- 


ing permission for the increase. The 
buses have been operated on a 5-cent 
fare since they were established. In 
connection with the increase the Ele- 
vated will extend the transfer privi- 
leges for local rides and will issue 
transfers between Medford and Malden 
cars. The new rate is 10 cents for 
cash fares or where transfers are 
issued carrying the rider to the ele- 
vated system and 6-cent local fares 
where five-strip tickets are purchased. 


The Washington-Interurban Railroad, 


Washington, D. C., was granted permis-~* 


sion on April 7 by the Public Service 
Commission of Baltimore to operate a 
motor bus service between Bladensburg 
school and East Riverdale. This new 
line will replace the railway service. 


Governor Smith of New York has 
vetoed the Thayer and Clayton bus bills. 
Mayor Hylan opposed both these meas- 
ures and Corporation Counsel Nicholson 
presented the city administration’s 
objections at the hearing. The Clayton 
bus bill would extend to all cities the 
provision that bus lines shall be con- 
sidered common carriers. That law now 
applies only to New York City, but the 
city Assembly amended it by taking 
supervision over the bus lines away 
from the Transit Commission and turn- 
ing it over to the city authorities. Mr. 
Nicholson said that the Clayton bill was 
designed to nullify the city amend- 
ments, and that the question as to the 
legality of these amendments was now 
being contested in the courts. The case 
is before Supreme Court Justice Wag- 
ner. Governor Smith in his veto said 
that no changes should be made in this 
provision of the State transportation 
law pending the determination of that 
litigation. The Thayer bill would give 
local authorities the same control over 
freight carrying bus lines as over pas- 
senger buses. Mr. Nicholson declared 
that it would turn over all of the freight 
carrying business in New York City to 
the New York Central Railroad. The 
Governor vetoed it because it was 
loosely drawn. He said that those who 
appeared for it were not quite clear 


. themselves as to the purpose of some 


of its provisions. . 


The Des Moines & Central Iowa Com- 
pany, Des Moines, Iowa, plans to sup- 
plement its present rail service with 
bus lines. 


A franchise ordinance was recently 
introduced before the City Commission 
of Chattanooga, Tenn., and referred 
later to the legal department, which 
would give the Tennessee Electric 
Power Company permission to operate 
buses through certain streets to serve 
sections east of Missionary Ridge. E. 
D. Reed, manager of the Chattanooga 
district, and F. G. Spurlock, of coun- 
sel, appeared in behalf of the ordinance. 
The latter explained that the company 
desires to have a franchise conforming 
to the laws of the state but seeks no 
monopoly of the privileges asked. A 
general clause of the franchise is to 


the effect that the buses will cover 
“such other roads and highways in the 
vicinity as the demand for service may 
require.” The company will furnish a 
$5,000 bond for each bus to cover loss 
of life, injury to person, and damage 
to property. It is set forth that the 
buses will bear signs as to destinations 
and fares, will run on regularly adver- 
tised schedules, will arrange for the 
separation of the races as in the street 
cars and will charge a maximum fare 
of 15 cents. The buses, Mr. Reed said, 
would cost in excess of $9,000 each. 


The Lincoln Municipal Street Rail- 
way, Lincoln, Ill., is preparing to ask 
the Illinois Commerce Commission for a 
permit to operate bus lines in conjunc- 
tion with its railway. 


The Tampa Electric Company, 
Tampa, Fla., will supplement its rail- 
way system with a bus service within 
the next few months. This announce- 
ment was recently made by T. J. Han- 
lon, Jr., manager of the company. Five 
Mack buses will be put into 30-minute 
operation on Florida Avenue between 
Lafayette Street and Sligh Avenue, a 
distance of more than 5 miles. Mr. 
Hanlon said that the first buses would 
be operated as an experiment and if the 
service proved satisfactory a number 
of additional supplementary bus lines 
would be established. 


Authorization for two new bus routes 
connecting the Manayunk and Wissa- 
hickon sections with upper West Phila- 
delphia would be given under an ordi- 
nance introduced in the City Council 
recently. If the ordinance is passed, 
the Philadelphia Rural Transit Com- 
pany, the bus subsidiary of the Phila- 
delphia Rapid Transit Company, will 
operate the lines between the places 
named through Fairmount Park, skirt- 
ing George’s Hill, the Concourse, and 
the T. A. B. Fountain in the Park, to 
the Park entrance at Fifty-second 
Street. The fare will be 10 cents for 
a continuous ride, with a 3-cent ex- 
change between the buses and P. R. T. 
surface lines, subway and “L” lines 
outside the central delivery district. 
Councilman Walter, chairman of the 
committee on transportation and pub- 
lic utilities, introduced the ordinance. 


With the approval of the Public 
Utilities Commission the route of the 
Sixteenth Street bus line of the Capital 
Traction Company, Washington, D. C., 
has been extended from the old termi- 
nus at Alaska Avenue and Fern Street, 
out Alaska Avenue to Floral Street, 
east on that street to Thirteenth Street, 
north to Holly Street, thence west to 
Alaska Avenue and return over that 
avenue to Sixteenth Street. 


Franchises for bus lines which will 
augment the services of the Portland 
Electric Power Company, Portland, 
Ore., have been submitted to Commis- 
sioner Mann by F. I. Fuller, vice-presi- 
dent of the company, and these will be 
worked over by Mr. Mann and City 
Attorney Grant, to present at an early 
session of the Council. The franchises 
will affect many streets in the city. 
where street car service now is declared 
to be inadequate, and particularly in 
the newly developed and more remote 
residential sections not reached by car. 
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Pay Advance Rejected 
in Cleveland 


Members of the union in Cleveland, 
Ohio, have voted to reject the increase 
in pay of 5 cents an hour offered, effec- 
tive May 1, by J. J. Stanley, president 
of the Cleveland Railway. Mr. Stanley’s 
offer was conditioned upon the men 
accepting the open shop. The local 
Court of Appeals has already decided 
that the present contract between the 
men and the company is void because of 
the open shop provision in it. 

In rejecting the increase, the men 
decided to appeal the decision of the 
Court of Appeals to the State Supreme 
Court.’ A hearing to determine whether 
the State Supreme Court will admit the 
men’s appeal is scheduled for April 28. 
If the Supreme Court refuses to hear 
the appeal of the men, officials of the 
Cleveland Railway are prepared to 
start operations under the open shop at 
once. 

In offering the men an increase of 5 
cents an hour, Mr. Stanley demanded 
that in case of grievances the men 
choose either him or a special board 
of arbitration, rather than continue the 
present procedure of appeal from oper- 
ating officials to Mr. Stanley and from 
Mr. Stanley to a special board of arbi- 
tration. 


News Notes 


One-Man Car Bill in Tennessee.—The 
House of Representatives passed re- 
cently the Whitfield-King-Brown bill to 
make it unlawful to operate one-man 
street cars in the large cities of Ten- 
nessee. The bill had already passed 
the Senate. It will eliminate one-man 
cars in Nashville, Memphis and Knox- 
ville, but was amended so as not to 
apply to the smaller cities of the state. 


Passes Increased to $1.25.—The New 
Brunswick Power Company, St. John, 
N. B., recently increased the price of 
passes to $1.25. This was an increase 
of 25 cents over the original fee. 


Cash Fares Adyanced.—The Railroad 
Commission has authorized the Beloit 
Traction Company, Beloit, Wis., to 
raise its cash fares from 5 to 7 cents 
and the ticket fare from 25 tickets for 
$1 to sixteen tickets for $1. The rate 
to school children will remain the same. 
The decision of the commission was 
based on the fact that the company 
operated during the past three years 
under a rate schedule which was in- 
sufficient to provide for depreciation 
and returns on investment. 


Car Crew Successful Sellers of Stock. 
—The successful use of employees as 
salesmen in the distribution of utility 
securities was forcefully demonstrated 
during the recently completed stock- 
selling campaign conducted by the Du- 
luth-Superior Traction Company, oper- 
ating in Duluth, Minn., and Superior, 
Wis., through which 1,986 customer 
owners were added. In commenting on 
the sale of this $1,500,000 stock issue, 
Herbert Warren, vice-vresident and 
general manager of the company, 
praised the efforts of the car crew 


salesmen in view of the fact that the 
sale was carried on almost entirely by 
them, aided by newspaper advertising. 

Two-Fare Zone Method in Effect.— 
The Boston & Worcester Street Rail- 
way recently started experimenting on 
a two-fare zoning system on the Union 
Avenue line in Framingham, Mass. The 
fare on this line from Concord Street 
to Central Square has been 10 cents. 
The change involves a 5-cent fare from 
Concord Street to Lakeview Avenue and 
a 5-cent fare from Lakeview Avenue 
to Central Square. 

Seeks Ten-Cent Fare.—Officials | of 
the Columbus, Newark & Zanesville 
Electric Railway have petitioned the 
City Council of Zanesville, Ohio, for 
permission to charge a 10-cent fare. 

Lower Sunday Fares to Beach Re- 
sorts——The Pacific Electric Railway 
started on April 12 a special round- 
trip Sunday rate between Los Angeles 
and nearby beach resorts, including 
Seal Beach, Long Beach, Wilmington, 
San Pedro, Redondo Beach, Hermosa, 
Manhattan, El Segundo, Playa del Rey, 
Venice, Ocean Park and Santa Monica. 
The fare is reduced from 70 cents to 
50 cents and the change is in the nature 
of an experiment to determine if oppor- 
tunity exists for the development of an 
increased service commensurate with 
the decreased charge. Tickets will be 
available for use only on the day pur- 
chased and the new plan will remain in 
force until a decision can be made as 
to permanent policy. 


Provides New Transfer Points.—The 
Philadelphia Rapid Transit Company, 
Philadelphia, Pa., announced recently 
36 new transfer points on seven trol- 
ley routes serving the northern section 
of the city. These additional free privi- 
leges will enable riders to journey be- 
tween points along Germantown and 
Wayne Avenues and points on Old York 
Road for one fare within the city 
limits. 

Youngstown Men Win Trophy.—For 
operating cars in Youngstown, Ohio, for 
more than 60 days without a charge- 
able accident, a team of eight workers 
was presented a beautiful bronze safety 
statuette by Isaiah Gordon of the 
Bureau of Safety, Chicago. Cars oper- 
ated by these men traveled a distance 
of 38,477 miles. In winning the trophy 
the Youngstown team defeated picked 
teams in Chicago, Milwaukee and Wis- 
consin. 

Fares Reduced.—The Worcester Con- 
solidated Street Railway has made two 
changes in fare rates to benefit pas- 
sengers on the Worcester, Clinton and 
Leominster, Mass., divisions. A change 
in the zone limits between South Lan- 
caster and Clinton makes the charge 
between those two points 7 instead of 
14 cents. The fare limit has been 
extended to the post office at Morning- 
dale instead of at Woods switch, mak- 
ing the fare from Worcester to that 
point 10 instead of 17 cents. 

Railway Men Subject of Comment.— 
The Louisville Times, which has been 
running a series of short biographical 
sketches of leading business and pro- 
fessional men of Louisville, Ky., re- 
cently printed a résumé of the doings 
of James P. Barnes, president of the 
Louisville Railway. Another of the 
sketches dealt with Frank H. Miller, 


vice-president and general manager of 
the Louisville Railway. 

Approves Operation.—The New York 
Public Service Commission issued an 
order on April 16 approving the opera- 
tion by the Westchester Electric Rail- 
road of its cars in the village of 
Tuckahoe to the western end of the 
bridge over the tracks of the Harlem 
division of the New York Central Rail- 
road. The commission recently ap- 
proved a declaration of abandonment of 
part of the line which provided that 
cars should stop at the eastern end of 
the bridge. The village later asked the 
company to operate to the western end 
of the bridge. 

No Single Fare in Twin ‘Cities.— 
With the session of the Minnesota Leg- 
islature about to end there is no pros- 
pect of passage of the bill to permit 
the State Railroad & Warehouse Com- 
mission to make a single trolley fare 
for both Minneapolis and St. Paul. The 
proposed “metropolitan district” law 
was killed by the general legislation 
committee of the House. St. Paul Rep- 
resentatives urged passage of the bill 
on the gound of simplification of admin- 
istration and saving of money thereby 
for the carriers. Minneapolis Repre- 
sentatives objected to the bill because 
the Minneapolis trolley earnings are 
greater and the law would penalize 
patrons of the Minneapolis Street Rail- 
way. The Senate refused to advance 
the bill to a point where it could be 
reached before the end of the session. 
For a similar reason, that it will not 
be reached, the bill is dead that was in- 
tended to restore a neutral fare district 
in the St. Paul Midway, giving Minne- 
apolis a single fare to Snelling Avenue, 
St. Paul, which it formerly enjoyed. 
This leaves the median line between the 
Twin Cities as the end of the single 
fare on the four interurban lines. 

Safety Premium Plan Extended.— 
The Board of Control of the Richmond 
Safety Council recently adopted reso- 
lutions commending the “safety pre- 
mium plan” of the Virginia Railway & 
Power Company. The plan was started 
last summer and resulted in the dis- 
tribution of $10,000 to the trainmen 
just before Christmas of last year. 
This sum represented one-half of the © 
amount saved by safe operation during 
the last 6 months of the year. The 
plan has now been extended for another 
6 months. When the plan was started 
in August, 1924, the company an- 
nounced that any reduction in the per- 
centage of losses, due to accidents, 
which amounted to 5 per cent of the 
gross earnings of $2,400,000 during the 
first 6 months of 1924 would be divided 
between the company and the men on 
a 50-50 basis. 

Group Insurance for New Jersey Em- 
ployees.—All employees who have been 
in the service of any of the subsidiaries 
of the Public Service Corporation of 
New Jersey, Newark, N. J., for a year 
or more will be eligible for a minimum 
life insurance policy of $1,000 without 
physical examination and at a very low 
rate. Announcement to this effect was 
made on March 2 by the welfare de- 
partment of the corporation. The group 
life insurance plan involves a total in- 
surance of between $15,000,000 and 
$16,000,000 and affords protection to 
12,000 men and women workers. 
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; Reorganization of Kansas City 
‘Railways Ahead 


Judge Kimbrough Stone on April 11 
announced that May 11 is to be the 
tentative date for a hearing before him 
on a final order for foreclosure and sale 
of the properties of the Kansas City 
Railways. It is said that this formal 
step in the reorganization is to be pre- 
ceded by a hearing on May 1, open to 
any creditor with rights which have not 
yet been adjudicated. This hearing is 
expected to be merely a formality, since 
the principal creditors and participants 
in the litigation are said to have ap- 
proved the language in the decree of 
sale prepared by R. J. Higgins, attor- 
ney for the trustees under the first 
mortgage. 

Senator James A. Reed is said to 
have taken advantage of the oppor- 
tunity to urge the setting of definite 
dates for the hearings. He represents 
the large personal injury claimants 
who have settled with the reorganiza- 
tion committee for approximately 
$2,000,000. The Senator was present 
at the bus ordinance hearing before 
Judge Stone on April 20. 

The foreclosure order is considered 
as a preliminary move to a reorganiza- 
tion plan virtually similar to a plan 
which was drawn up several months 
ago, but never submitted to the courts 
for approval. One of the receivers is 
of the opinion that the railway will 
probably be turned over to a reor- 
ganized company to operate some time 
in the fall. It is said that a revision 
of the plan for reorganization will be 
submitted to the note and bond holders, 
but this is not expected to be done until 
after the final order of foreclosure and 
sale of the property. 

Priority of claims against the prop- 
erty will, of course, be established by 
the order of sale, but interests holding 
claims which are secondary to those of 
the large personal injury claimants 
will still have recourse to their ap- 
peal rights and may appeal on excep- 
tions and argue for better settlement 
terms than those which have already 
been offered by the reorganization com- 
mittee. 

The holders of the second mortgage 
bonds made every effort to obtain a 
better settlement than was at first 
offered. It is understood that no satis- 
factory offer of settlement has been 
submitted to J. Ogden Armour, who 
loaned to the Kansas City Railways 
about $1,500,000 just before the re- 
ceivership. As for the stockholders, 
the degree of their participation in the 
affairs of the reorganized company has 
not been announced. 


City of Seattle Must Pay Tax 
on Railway Properties 


In a decision handed. down by the 
United States Circuit Court of Appeals 
in San Francisco, it was indicated that 
the city of Seattle, Wash., must pay 
taxes on street railway properties as- 


sessed against the Puget Sound Power 


& Light Company in 1919. Court at- 
tachés and experts expressed inability 
to interpret the decision closely, but 
said it indicated that the city would 
be compelled to pay three-fourths of 
the tax assessed against the railway, 
while the company which sold the rail- 
way to the city would have to stand 
the vest. The court specifies that the 
remaining findings of the lower court 
will stand. 


Increase in Business 
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After a long contest through the 
lower courts, the company appealed to 
the United States District Court for 
an order to prevent the King County 
Sheriff from placing liens upon the 
company’s property. The petition was 
dismissed. The company then paid the 
whole tax under protest, to save from 
the threatened liens that portion of its 
properties not affected by the tax. The 
court refused the temporary restraining 
order, and the company appealed to the 
United States Circuit Court. The tax 
involved and paid by the company under 
protest was $482,000. Of this sum the 
company contends that the city of 
Seattle, under its contract of purchase 
of the railway, should pay _ three- 
quarters. ; 


on North Shore Line 


Gross and Net Income Greatest in History of Highly Developed Chicago- 
Milwaukee System—Comparative Earnings Statement for 
Nine Years an Instructive Exhibit 


ARNINGS of the Chicago, North 

Shore & Milwaukee Railroad, High- 
wood, Ill., showed a substantial increase 
in 1924 over the previous year. Gross 
operating revenue was the greatest in 
the history of the railroad. 

While the increase was less marked 
than in some previous years, the gain 
of $253,715 in operating revenue may 
be regarded as very satisfactory, in 
view of the fact that part of the year 
1924 was a period of general business 
depression, felt in all industries and 
in all parts of the country. 

The steady growth of the company’s 
business since the property came under 
the present management is best seen by 
the following comparison of gross 
operating revenue per mile of road: 
1916, $12,688; 1917, $19,203; 1918, $31,- 
798; 1919, $33,278; 1920, $40,558; 1921, 
$43,528; 1922, $48,472; 1923, $57,498; 
1924, $59,962. 


INCOME ACCOUNT OF CHICAGO, NORTH 
SHORE & MILWAUKEE RAILROAD 
For the Year Ended Dec. 31, 1924 


Operating Revenue: 
Passenger and special car 
MOVENUGI Ewha crete se $5,031,479 
Freight and express revenue weer 447 


Miscellaneous revenue.... 19,060 

: $6,198,986 

Operating Expenses: 

Way and structures....... 483,816 
Equipment.............. 417,566 
Conducting transportation 2,058,972 
OWEN au athrsiptaly aie ie ss ace 534,885 
EPA Foie Sic os sits es 210,408 
General and miscellaneous. 944,383 

———— $4,650,029 


Net revenuerailway operation.......... 


) $1,548,957 
Net auxiliary operating revenue........ 799 


Net revenue from operations.........., $1,549,756 
Taxes assignable to railway operations... 298,608 
Operating income.....6.. 0.05.0. eeb wn $1,251,148 


Non-operating income................. 60,154 


$1,311,302 
610,582 


OUARGODIG cea cine 2 eters Ska ae a 3 Sig oats $700,720 
Parpige, Saw ty VIL8 ee cscs oo niece $350,237 
Deduct: Sundry adjustments applica- 
ble to prior years............... 17,440 
$332,797 
Net income, Jan. | to Dec. 31, 
TE OE ces oe ee $700,720 
Less: Dividends paid........ 393,300 
$307,419 
Surplus as per balance sheet............ $640,216 


In 1923 the Chicago, North Shore & 
Northern Railroad was formed, with a 
nominal capital stock of $50,000, to ac- 
quire a right-of-way and construct a 
railroad through the Skokie Valley. 
The stock of the company is held by 
the Chicago, North Shore & Milwaukee 
Railroad. It was acquired to protect 
the railroad from the interruption in 
service following grade separation 
work. The company deemed it essen- 
tial to provide a new outlet for through 
passenger traffic between Chicago and 
Milwaukee. The new line will permit 
the operation of through trains at 
high speed, reducing the running time 
between the two cities, in addition to 
opening up a territory which in the 
near future should prove a source of 
considerable traffic. Another advan- 
tage of the new line is that freight 
trains may be operated over it between 
Evanston and Highland Park. Under 
present conditions the company is pro- 
hibited by ordinance from operating 
freight trains south of Highland Park. 

In June, 1924, the company issued 
$3,500,000 one-year notes to provide 
funds for building the line until a 
permanent plan of financing could be 
effected. 


SALE OF PREFERRED STOCK 
SUCCESSFUL 


At a meeting of stockholders of both 
companies, held Oct. 6, 1924, a consoli- 
dation of the two companies was ef- 
fected under the name of the Chicago, 
North Shore & Milwaukee Railroad. In 
December the consolidated corporation 
was authorized to issue and sell $7,- 
000,00 first and refunding mortgage 6 
per cent gold bonds to retire the $3,- 
500,000 one-year notes, all of the 
three-year, ten-year and fifteen-year 
sinking fund notes, and for other cor- 
porate purposes. Owing to legal tech- 
nicalities this could not be consum- 
mated until January, 1925, so that the 
transaction does not appear on the bal- 
ance sheet in the 1924 report. 

"The sale of the first issue of $1,500,- 
000 of 7 per cent cumulative prior lien 
stock to employees and customers, 
which was launched late in 1923, was 
brought to a successful close in March, 
1924. About 70 per cent of the em- 
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COMPARATIVE INCOME STATEMENT OF THE CHICAGO, NORTH SHORE & MILWAUKEE ELECTRIC RAILWAY 


FOR THE YEARS 1916 TO 1924 


1916 1917 1918 1919 1920 1921 1922 1923 1924 

i FOUMOAS AES oles e eee 1,157,191 $1,751,373 $2,899,975 $3,237,921 $4,193,669 $4,500,805 $5,007,951 $5,945,272 $6,198,987 
Coe eienacd ECR TE b Soc 4 714,887 1,114,512 1,856,038 2,319,464 3,229,048 3,440,761 3,777,592 4,464,421 4,650,030 
Net revenue—railway operation......... 442,304 636,861 1,043,937 918,457 964,621 1,060,044 1,230,359 1,480,851 sina or 
Net auxiliary.operating revenue: .2uie sc. 7us tis cease eciteenenn ete iiatetie 0 Vs eivecislsn 5 | areemiamnts 561 8,731 5 
Net revenue from operation............. 442,304 636,861 1,043,937 918,457 964,621 1,066,605 1,239,090 1,492,295 1,549,757 
Taxes Ra@anula - koadee operation. . . 66,038 95,680 185,822 163,101 151,746 225,844 48,937 279,448 298,609 
Operating i 6 SUA Ait pr 5 ae - 376,266 541,181 858,115 755,356 812,875 840,761 990,153 1,212,847 1,251,148 
Mor-oparntitgropine ata 6,208 4,858 9,470 17,879 10,332 11,972 14,560 26,626 60,155 
Gross i SA Uae. eds Sah St ne i 382,474 546,039 867,585 773,235 823,207 852,733 1,004,713 1,239,473 1,311,303 
Fixed sineies WR RP x3 cr Crane, Meee eae 237,996 266,580 332,506 341,396 390,196 463,013 486,784 552,608 610,583 
INetsincome 4 ciciedgan oe 2 $144,478 $279,459 $535,079 $431,839 $433,011 $389,720 $517,929 $686,865 $700,720 


ployees subscribed for this stock. The 
balance was sold largely to small in- 
vestors, customers of the company liv- 
ing in the various communities served 
by the railroad. 

A second issue of $1,000,000 of the 
same stock was placed on the market 
in November, 1924, the employees 
again acting as salesmen and _ sales- 
women. The second issue proved even 
more popular than the first and the 
entire issue was considerably oversub- 
scribed in less than three months after 
the sale opened. 

The wide distribution given this stock 
is shown by the fact that on the day 
the sale closed officially the subscribers 
numbered 2,652, of whom 1,489, or 54 
per cent, paid cash and 1,163, or 46 
per cent, were paying on the monthly 
installment plan. Stockholders of the 
company now number 4,768, while sub- 
scribers who are paying on the install- 
ment plan bring the total to upward 
of 6,250. The average subscription for 
prior lien stock is four shares to a sub- 
scriber. The company looks upon this 
wide distribution of stock among the 
patrons of the line as an important 
factor in creating good public relations. 

Construction work on the new Valley 
Line, which runs from a junction with 
the tracks of the Chicago Rapid Transit 
Company at Howard Street, Chicago, 
west in the cities of Evanston and 
Wiles Center, and north through the 
Skokie Valley to a connection with the 
Libertyville Branch, near Lake Bluff, 
was commenced early in the spring and 
pushed toward completion. At the time 
the report was prepared the line had 
been completed to Dempster Street in 
Niles Center, a distance of 5 miles of 
double track. The first train carrying 
passengers was run over the line on 
Feb. 1, from Howard Street to Demp- 
ster Street. It has since been opened 
for traffic. 

The program of stone ballasting on 
the main line was carried on through- 
out the year. Thirteen miles of right- 
of-way was inclosed with wire fencing. 
Automatic substations were built during 
the year at Berryville, Wis., and Win- 
throp Harbor, Ill. The following new 
equipment, part of which was _ pur- 
chased in 1923, was received: 

Seven steel passenger coaches, two 
steel parlor observation cars, one steel 
dining car, thirteen motor coaches, 29- 
passenger capacity; one parlor motor 
coach, two intercity type motor coaches, 
ten merchandise despatch cars, one 
Champion snow plow, one reinforced 
concrete gondola car, one motor derrick 
car, one single-truck snow sweeper and 
one steel sub-frame flat car. 

A new motor coach route was opened 


in June between Waukegan and Volo, 
and in July the route was extended to 
McHenry. Another route was opened 
between Waukegan and Antioch. 

The educational department is doing 
a great deal for the morale of the 
working forces. Classes in English, for 
foreign-born track laborers; in public 
speaking, electricity, operation of air 
brakes and similar subjects were con- 
ducted regularly throughout the year, 
and several educational and social clubs 
were organized. Private instruction in 
arithmetic, mechanical drawing, etc., 
was provided for those who were un- 
able to attend the regular classes. More 
advanced students were assisted to con- 
tinue their education in evening classes 
in various colleges. Employees of the 
company are now attending seventeen 
outside educational institutions. 

The record shows a reduction of 14 
per cent in the number of accidents 
over the previous year. In accidents to 
employees, the record shows a reduc- 
tion of 29 per cent in days of lost time. 

A total of 205 safety meetings of 
employees were held, at which papers 
on various phases of operation were 
read by motormen, conductors, shop 
mechanics, etc. Under the direction of 
the company’s safety engineer and with 
the co-operation of the bureau of 
safety, every school in Racine, Kenosha, 
North Chicago and Highwood was 
visited and talks on safety made to the 
pupils. A number of schools in Mil- 
waukee also were visited, about 30,000 
school children being reached in this 
way. In addition, a number of talks on 
accident prevention were made before 
civic and parent-teachers’ associations. 

With the idea of still further improy- 
ing public relations through employees, 
cash prizes were offered employees who 
submitted the best suggestions on how 
to improve the service, increase the 
business of the company, effect econo- 
mies in operation, etc. A total of 810 
suggestions were submitted, for which 
115 cash prizes aggregating $600 were 
awarded. 


Partial Abandonment Sought 
at Kingston 


The Kingston Consolidated Railroad 
Company, Kingston, N. Y., on April 22 
petitioned the Public Service Commis- 
sion for permission to abandon all of 
the route of the former Colonial City 
Traction Company except that portion 
along the Strand to Kingston Point. 
The route of the former Kingston City 
Railroad, which was merged with the 
Colonial company in 1901, will be 
operated without any change, if the 
petition is approved. 


The petition claims that for nearly 
the entire distance the lines of the 
Colonial company and the former 
Kingston City company are so near 
together that the lines of the Kingston 
City company are equally convenient 
for most travelers. It is proposed, 
however, tuo establish bus routes to 
parts of the city not now served by 
either line. For this purpose the 
Kingston City Transportation Company 
has been organized and an application 
is pending before the Council for 
approval of such routes. 

It is alleged in the petition that for 
many years the company’s revenues 
have been insufficient to afford an 
adequate return on the value of its 
property and that while the Kingston 
City company lines have paid, the 
Colonial lines have returned deficits. 
Last year the deficit on these lines was 
$15,835. Various rates of fare have 
been tried without obtaining the de- 
sired relief, it was said. The present 
fare is 8 cents. 


Railway Operating Revenues in 
Milwaukee Well Maintained 


The operating revenue of the railway 
department of the Milwaukee Electric 
Railway & Light Company, Milwaukee, 
Wis., was $10,390,127 in 1924, represent- 
ing a decrease of 1.60 per cent compared 
with 1923. This fact was disclosed in 
the annual report to the stockholders. 
For maintenance and depreciation of 
physical property the percentage of 
operating revenues for the railway de- 
partment was 22.22 per cent. 

Of the $4,595,074 net capital expendi- 
tures for additions to and betterment of 
property during the year, after deduct- 
ing replacements and property with- 
drawn from service, $873,058 was used 
in the railway utility. The expenditures 
in the railway utility included prin- 
cipally the construction of 2.7 miles of 
new track in the city of Milwaukee, 
betterment of approximately 11 miles 
of city track, including special work of 
heavier type to meet the heavier traffic 
conditions; rehabilitation of interurban 
lines to permit operation of high-speed 
passenger coaches, acquisition of addi- 
tional land and buildings adjoining the 
company’s Cold Spring shop and yard 
property, construction of utility repair 
building and addition to Hillside gar- 
age at the same location, interurban 
passenger waiting station and addi- 
tional passenger and bus equipment. 

Of the ‘total authorized amount of 
$7,000,000 of 7 per cent preferred stock, © 
there has been issued as at Dee. 31, © 
1924, and sold for cash at par $5,200,- 
200 and $799,800 on the installmcat 


| Non-operating revenues. . 


- Totalinterest charges... . 


Dpers 


April 25, 1925 


~NCOME ACCOUNT OF THE MILWAUKEE 


ELECTRIC RAILWAY & LIGHT COMPANY 
FOR THE YEAR 1924 


Dperating revenues...... $22,559,912 


ting expenses: 
dinary operating ex- 
RUABROS 516s win 3 5 

Depreciation 
credit 


$14,169,176 


1,627,102 
1,757,306 


Total operating expenses 


$17,553,585 
$5,006,327 


$5,259,211 


Net operating revenues 


Gross income.......... 


Interest charges: 


Interest on funded and 

unfunded debt 

_ Interest on depreciation 
reserve balances. .... 

Interest on other reserve 


IbalAnees: ....-- 22... 


$2,454,117 
438,978 
40,393 


$2,933,489 
$2,325,721 


Netincome........... 


STATISTICAL DATA OF THE MILWAUKEE 
ELECTRIC RAILWAY & LIGHT COMPANY 


1924 1923 

Miles of track owned..... 418.72 413.14 
Miles of track leased . 1.5 1.56 
Miles of revenue track 

AD IGT es ee 391.08 388.99 
Revenue passengers car- 

“8 ie Eat 150,857,684 153,626,868 
Transfer passengers car- 

Bete oo ser es, . 52,306,065 54,238,204 
Per cent transfer to 

revenue passengers... . 34.67 35.31 
Receipts per revenue pas- 

BODOCL Ey rtd ake Ma He $0. 0664 $0. 0664 
Number of passenger cars 

Dic. eae 870 850 
Number of passenger 

buses owned.......... 107 93 


plan, on which partial payments had 
not been completed. No sales have as 
yet been made of the stock authorized 


_ by the directors under date of Nov. 24, 


1924. The company now has approxi- 
mately 11,500 holders of its preferred 
stock exclusive of subscribers who have 
not completed installment payments. 
With the exception of the $1,000,000 
of additional 7 per cent preferred stock 
authorized Nov. 24, 1924, the company 
did no.financing during the year. Its 
cash requirements for construction pur- 
poses were obtained principally from the 
sale of securities heretofore authorized. 
In his annual report to the stockhold- 
ers, John I. Beggs, president, says that 
the business as a whole during the year 
was not as favorable as anticipated. 
The slowing down in industrial activity 


Latest 
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which occurred in the late spring and 
continued through the summer months, 
combined with abnormal weather con- 
ditions, had a depressing effect, par- 
ticularly on the company’s railway busi- 
ness. During the latter months of the 
year there were signs of improvement 
and indications for the new year are 
for greater industrial activity. 


Suspension Affects Akron 
Company’s Income 


The net income of the Northern Ohio 
Traction & Light Company, Akron, 
Ohio, in 1924 was less than in the pre- 
ceding year. This unfavorable showing 
was due largely to the 27 days suspen- 
sion of railway service in Akron follow- 
ing the expiration of the local franchise 
on Feb. 1 and to the generally unsatis- 
factory rates of fare that were in effect 
during the greater part of the year. 
The management succeeded in obtain- 
ing increased fares between certain in- 
terurban points and increased fares 
were granted in Akron when the new 
franchise became effective on Nov. 12. 
The effect of these increases naturally 
was not noticeable to any appreciable 
extent in the 1924 earnings, but should 
be reflected in the 1925 earnings. 

The electric railway lines carried 
fewer revenue passengers last year than 
in 1923. This loss is largely accounted 
for by the suspension of railway service 
in Akron (the principal city served), 
from Feb. 1 to 27, 1924, during which 
time riding on the interurban division 
also was affected. Comparative figures 
showing passengers carried for the five 
years ended Dec. 31, 1924, are shown in 
the following tabulation: 


Revenue Passengers Carried 
Rail and Buses 


City Interurban 

Systems Systems _ 
WOO A ea Aunt ee 68,903,885 20,876,115 
TODS Rare ienigdaase cot oxtrs s 47,799,437 16,820,442 
Bias Ore BO ee 50,632,248 17,117,064 
1923.5, femacte ete test as 54,112,423 16,784,535 
1924 oe eae 48,563,053 14,588,525 


The report states that the company 
was among the first of its kind to recog- 
nize the desirability of buses to supple- 
ment urban and interurban transporta- 
tion service rendered by electric rail- 


Street Railway 
Fares*} 
1913 = 4.84 


Apr. 
1925 
7.26 


Conspectus 


of 
1913 


Street Railway 
Materials* 
1913 = 100 


Apr. 
1925 
157.3 


“Eng. News-Record _ 
Construction oo 
=1 
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STATEMENT OF EARNINGS OF NORTHERN 
OHIO TRACTION & LIGHT COMPANY 


Gross earnings: 1924 1923 
Railway department..... $5,364,189 $5,849,877 
Electric department... . . 4,716,808 4,255,247 

APOE. Reine bets ... $10,080,997 $10,105,124 

Operating expenses and taxes: 

Operating expenses... .. . $7,161,533 $6,986,196 
DSS Coch sry Re ede oy ae 741,900 779,400 
dt) 1 Eee ees eee $7,903,433 $7,765,596 

Gross:Inecomes m2 ieec Aloe as $2,177,563 $2,339,528 

Interest and other fixed 
CATES. silences ogee ay 1,441,966 1,310,533 

Net income available for div- 
idends and depreciation. . $735,596. $1,028,995 

Dividends on preferred stock 431,750 412,360 

Balances... cca pies 4 $303,846 $616,634 

Ratio of operating expenses 
to gross earnings........- 71.04% 69.14% 

Ratio of operating expenses 
and taxes to gross earings 78.40% 76.85% 


SUMMARY OF SURPLUS ACCOUNT NORTH- 
ERN OHIO TRACTION & LIGHT COMPANY 


Surplus—Jans 1) 19242.....205. sc 6cce mys $393,260. 
Net income available for depreciation and 
dividends, year ended Dec. 31, 1924.... 735,596 
$1,128,857 
Deduct: 
Appropriation for depreciation $1 00,000 
Dividends on preferred stock. 431,750 
Dividends on common stock.. 150,000 681,750 
$447,106 
Deduct sundry surplus adjustments... ... 2,031 
Surplus—Dee. 31, 1924............... $445,074 


ways. Equipment of this character was 
added to the transportation system from 
time to time until on Dec. 31, 1924, the 
company had 76 buses in operation in 
conjunction with its city railway service 
and 35 coaches in conjunction with its 
interurban service. Steps have been 
taken further to round out the com- 
pany’s city and interurban transporta- 
tion system by the purchase of addi- 
tional buses and coaches and every 
effort will be made by the management 
to continue furnishing a high class co- 
ordinated rail and bus service. 
Reference was made in the previous 
annual report to the suspension of 
street railway service in Akron on Feb. 
1, 1924, when the franchise expired and 
the basis upon which operations were 
resumed. A new franchise subsequently 
was drawn and, upon submission to the 
voters at the general election on Nov. 
4 last, it was approved by a satisfactory 
majority. The franchise provides for a 
co-ordinated street railway motor bus 


|Month| Year | Since War 


Ko") 860 | ish | Le 


Apr. 
1925 
| 209.6 | 210.2 | 


| Mar. | 
| 1925 | 


Indexes 


for 


Street Railway 
Wages* 
1913 = 100 


Apr. 
1925 
221.6 


U.S. Bur. Lab. Stat.| 
Wholesale Com-| 
modities 1913 = 100, 


Mar. | Feb. 
1925 | 1925. | 
161.0 | 160.6 


April, 
1925 


Steel—Unfilled Jul 
Orders (Million 
Tons) 1913 = 5.9] 


Mar. 31! Fe 
1925 


1920 


Bradstreet’s Apr } . J 
Wholesale Com- | | 
modities 1913=9. 21) 


13.69 | 13.84 


y 31)! 
9 Compiled for Publi- 
cation in this Paper 


U.S. Bank Clearings 
Outside N. Y. City 
_ (Billions) ks 


by 
Albert S. Richey 


Business Failures 


umber 
Liahilities (Millions) 


*The three index numbers marked with an asterisk are com- 
puted by Mr. Richey, as follows: Fares index is average street 


railway fare in all United States cities with a 
or over except New York City, and we 
population. 


tion and maintenance, weighted according to 
materials. Wages index 


122.95 


I Street Railway Materials index is relative average 
price of materials (including fuel) used in street railway opera- 


is relative average maximum hourly 


Electric Railway 
Engineer 


Worcester, Mass. 


Sepr. 
1924 
1277 

27.71 


street and 
population of 50,000 
ighted according to 


average use of such 


Dun’s Wholesale 
Commodities 
1913 = 120.9 
U.S. Bur. Lab. Stat. Mar. 
Retail food 
1913 = 100 


Nat. Ind. Conf. Bd | Mar | Feb. 
Cost of living 
1914 = 100 


“Apr. I 
1925 
194.5 


Mar. | | 
| 1925 
| 201.9 
| “Feb. 
1925 | 1925 
151 151 


144 


| Mar. |_ 
1925 | 1924 | 
' 165.3 163.2 | 


1925 
165.3 


204.5 


wage of motormen, conductors and operators on 100 of the largest 
interurban 
according to the number of such men employed. 

+Owing to the omission of certain increases in the compilation 
of this fare index, the figure for average fare, as reported in this 
Conspectus from October, 1924, to February, 1925, is too low by 
0.07 cent. The corrected figures were published on page 635 of the 
issue of this paper for April 18. 


railways in the United States. weighted 
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transportation service. It was accepted 
by the company on Nov. 12, 1924, 
when it became effective, and will ex- 
pire four years from that date. It was 
not deemed advisable either by the pub- 
lic authorities or the management at 
the time to enter into a long-term fran- 
chise containing fixed rates of fare as 
the next four years are expected to fur- 
nish a more reliable guide to future 
normal prices and means of modern 
urban and interurban transportation. 
New rates of fare were established, 
viz.: 7 cents for single fares, four 
tickets for 25 cents and seventeen tick- 
ets for $1, with free transfer privilege 
between city street cars and motor 
buses. These rates compare with a 
straight 5-cent fare, transfers free, in 
effect up to Feb. 1, 1924, and a 5-cent 
fare with 1 cent additional for trans- 
fers, in effect from Feb. 28 to Nov. 12, 
1924. Provision was made for the elimi- 
nation of “jitney” and bus competition 


on streets where the company furnished 


transportation service, and for the ex- 
tension of new bus routes under direc- 
tion of the City Council and by agree- 
ment with the company. 


First Key System Report 


$308,207 Balance to Surplus as Result 
of First Year of Operation 
Since Reorganization 


The first annual report of the Key 
System Transit Company, Oakland, 
Cal., shows that during 1924 the com- 
pany earned $6.50 on its second pre- 
ferred stock before federal taxes. The 
statement covers the full calendar year, 
the books of the new company having 
been opened as of Jan. 1, 1924, under 
the direction of and in accordance with 
the rules of the Interstate Commerce 
Commission. There is an explanation 
of why the franchise amendment re- 
cently proposed by the city of Oakland 
conld not be accepted by the company. 

During the year, the report shows, 
the company provided additional serv- 
ice to the extent of 398,382 passenger 
car-miles, 233,715 bus-miles and 403 
ferryboat-miles and transported 2,211,- 
202 additional passengers, as compared 
with 1923. This additional service cost 
$226,000, while the increased passenger 
revenue was only $96,000. 

The additional facilities furnished by 
the company at a net loss of $130,000 
were started, the report points out, 
through desire of the company to im- 
prove its service to the people of the 
East Bay district and with a hope that 
in a reasonable time the number: of 
patrons would increase sufficiently to 
pay for the increased cost of service. 
The operation of the bus service, started 
during the year on a 6-cent fare with 
free transfer privileges, is being con- 
ducted at an annual loss of approx- 
imately $75,000. C. O. G. Miller, pres- 
ident, remarks: 


From the standpoint of the bondholders 
of the company the earnings for the year 
are satisfactory. From the standpoint of 
the stockholders the earnings are inad- 
equate and unsatisfactory. But electric 
tractions are gaining their place among 
securities favored by wise and careful in- 
vestors. 

An eminent financial writer recently at- 
tributed the revival of the electric railway 
industry to a number of factors, the most 
important of which are the abandonment of 
the rigid 5-cent fare, sane and constructive 
public regulation, relief from unreasonable 


INCOME ACCOUNT OF THE KEY SYSTEM 
TRANSIT COMPANY FOR THE YEAR 
ENDED DEC. 31, 1924 


Gross operating revenue..... 
Operating expenses: 
Way and structures (main- 
tenance) ic. <> oe xicles aie 
Equipment (maintenance). 
Power (maintenance an 
operation) 
Conducting transportation 
Traffic expenses.......... 
General and miscellaneous 


$7,306,574 
$467,360 
474,785 
691,937 
2,776,092 
23,607 


636,082 


Transportation for invest- 
ment and construction 
overhead (credit)....... 57,102 $5,012,763 

$2,293,810 
142,310 


$2,436,121 
65,975 


$1,970, 146 
059 


$2,104,205 


Net operation revenue...... 
Add net revenue commissary 
department............. 


Total net revenue.......... 
*Lesstaxestne scene nec. 
Operating income........... 
Add non-operating income... 


Gross profitzas+ ceeuteuiesd 


Sundry charges: 
Depreciation............. $650,960 
Amortization of franchises. 8,762 
Abandonment of obsolete 

équipment............. 220 659,942 


Balance—Current operations $1,444,263 
Deductions: 
Bond interest............ 
Other interest............ 
Miscellaneous............ 


$760,781 


762 
22,192 822,736 
Surplus—Current operations. $621,526 
Profit and loss adjustments. . 4,984 


Surplusy. cicero teeta verte nss $616,541 
Less three quarterly prior 


preferred dividends paid * 308,334 


Balance to surplus account... $308,207 


ee ay estimated federal income }tax for year 


MISCELLANEOUS STATISTICS OF THE KEY 
SYSTEM TRANSITG@COMPANY FOR THE 


YEAR ENDED DEC. 31, 1924 
Passengers Carried: 
Traction Division: 
Cash and ticket fares—6 cents..... 73,128,336 


School tickets—3 cents............ 1,824,737 
Commuters (East Bay cities)... ... 686,831 
Miscellaneous—12 cents, |8Jcents, 
BUM erste) acer e slate Sis ose) wes © 1,279,972 
Total revenue passengers........ 76,919,876 
Free transfer passengers........... _20, 802,481 
Total revenue and transfer pas- 
sengers. , Boe 97,722,357 
Key Division: 
18cents Transbayfares. 8,929,072 
Commuters—Transbay. 8,155,118 
10-cent school children. . 221,606 
San Francisco-Sacra- 
mento Railroad tickets 251,580 
Miscellaneous Transbay 
ticketa ck 2 Success’ « 21,830 
Total Transbay passengers....... 17,579,206 
err fares (East Bay 
sens ay tilarsin iat 517,441 
Bahoel’ tickets, 3 cents.. 46,726 
Total passengers (East Bay cities) 564,167 
Total revenue peeccaces Key 
Division.. 3 ate 18,143,373 
Entire system: 
Revenue passengers. . 95,063,249 


Revenue and free transfer passengers 115,865,730 
Average fare, revenue and transfer pas- 


sengers, Traction Division........... 4.80c 
Average fare, revenue pasengers, Trans- 
1 ot MIRSE OMG cL OB Oe ee ee 14.03¢ 
Average number of passengers per day, 
TOreOtLOR: LAVvIRION ie cic tok esis cna 267,001 
Average number ror anges ag al 
Transbay. . 48,031 
Car Mileage: 
Passenger car mileage..... 17,826,919 
Freight car mileage....... 30,725 17,857,644 
Car-Hours: 
Passenger car-hours....... 1,769,515 
Freight car-hours......... 6,644 1,776,159 
Ferryboat mileage.................... 113,728 
ioe pent mileage (last quarter of the “ 
hs RENE SrtA lead a8a10) ois, 5) Siapera a 170,970 
Total miles of track operated. ...... 266.68 


taxation and other exactions, which had 
become obsolete, and finally the force of 
progressive brain power in management 
and operation. 

There is a place for the gasoline-pro- 
pelled, rubber-tired vehicle, but not where 
there is heavy traffic and long hauls. For 
the greatest convenience and economy the 
gasoline vehicle should be used in supple- 
mentary and feeder service. 

This opinion has been verified by the 
experience of the company during the past 
year. a 


Georgia Interurban Has Net 
of $12,118 Before Charges 


The Atlanta Northern Railway, op- 
erating between Atlanta and Marietta, 
Ga., has reported to the Georgia Public 
Service Commission net earnings of 
$12,118 for the year 1924, without 
making any deductions for interest or 
other capital charges. Revenue for 
the year was $247,659, while expenses 
were $235,540, not including interest 
on bonds and other charges. 

The Atlanta Northern Railway fig- 
ured prominently in the news some 
months ago when it suspended opera- 
tions because of unfair bus competi- 
tion, tore out a section of track and 
refused to resume service between 


Atlanta and Marietta until definite * 


action was taken by the city of Mari- 
etta barring jitneys and buses from 
direct competition with the interurban 
line. The road won its fight. 


Railway Earnings Lower in 
Springfield, Il. 


For the year ended Dee. 31, 1924, the 
Illinois Power Company, Springfield, 
Ill., reports gross earnings from rail- 
way operation of $691,386, compared 
with $711,270 for the year "ended Dec. 
31, 1923. The number of revenue pas- 
sengers carried in 1924 was 10,661,451, 
against 11,150,971 in 1923. ~ 

The expenditures made in the rail- 
way department during 1924 were 
largely in connection with the street 
improvement program which the com- 
pany undertook when its electric and 
heating franchises were renewed in 
August, 1921. The work has been car- 
ried on in conjunction with the city’s 
general improvement program. The 
company’s proportion is near comple- 
tion and expenditures of this character 
should be substantially less after 1925. 
Expenditures were also made for 
equipping seven double-truck cars with 
standard safety devices so they may 
be used for one-man operation. In 
addition the company purchased five 
25-passenger buses for operation in con- 
nection with street railway service. 

The early expiration date (July, 
1928) of the franchise under which the 
company was operated prior to 1924 
had hampered the management in 
financing construction, but a new fran- 
chise was granted by the voters at an 
election held Nov. 4 last. It runs for 
twenty years. 

During the year the Illinois Power 
Company started a modern bus service 
in the southeastern and northwestern 
sections of Springfield. These sections 
were not heretofore served by street 
ear lines. Free transfers were issued 
between the street cars and the buses 
and the extension of the transporta- 
tion system in this matter has met with 
the approval of the public. 


i 
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Charges Against Northern Ohio 


Denied 
B. C. Cobb, president of the Northern 
Yhio Traction & Light Company, 


\kron, Ohio, characterizes as without 
oundation charges contained in a pe- 
ition filed at Akron on April 22 by 
vounsel for Walter D. Foss, Wooster, 
Jhio, asking an accounting, an injunc- 
jion and other protective measures. 
Mr. Cobb says the action is not well 
founded and that it would be difficult 
70 conceive of the preferred stock- 
aolders in any number joining in the 
suit, as the things complained of have 
neen for the benefit of all the stock- 
holders and the properties. The case, 
ne added, will. be centested to the limit. 
Mr. Cobb said: 


The dividends to the preferred stock hold- 
srs have been paid regularly out of earn- 
ngs and the reference to the contract con- 
‘tained in the suit relates to the supervision 
and engineering services, whereby the 
Northern Ohio Electric Corporation ren- 
dered engineering, supervisory and general 
services in line with the economies of uni- 
jed operation. Dividends on the common 
stock have, of course, been paid only out of 
2arnings. 

The petition filed in behalf of Mr. 
Foss names Hodenpyl, Hardy & Com- 
pany and the Northern Ohio Traction 
& Light Company, the Northern Ohio 
Electric Corporation and the Northern 
Ohio Power Company, organized early 
this year to take over the assets of the 
electric corporation. He asserts among 
other things that the dividends on the 
common stock, omitted only in 1922, 
were paid out of capital. He further 
contends that all payments to the elec- 
tric corporation, amounting to $3,658,- 
931, were illegal and asks that they be 
returned; that the agreement relative 
to engineering and supervisory services 
entered into between the Northern Ohio 
Traction & Light Company and the 
electric corporation be annulled and 
that officials of the traction company be 
restrained from making further pay- 
ments to the holding company; that no 
more dividends be declared on the com- 
mon stock and that common stock be 
not transferred during the litigation. 


Surplus in Toledo in March 


Operations of the Community Trac- 
tion Company, Toledo, Ohio, for the 
month of March reported to the board 
of street railway control at its monthly 
meeting by Commissioner E. L. Graum- 
lich showed a net surplus of $6,249 to 
be added to the stabilizing fund, mak- 
ing the total deficit in that fund now 
$530,525. Gross revenue in March was 
$325,511 as compared with $375,407 for 
the similar month in 1924. Total oper- 
ating charges, however, in March were 
$225,519 as compared with $279,989 for 
the similar month last year. 

There were carried in March 4,406,220 
revenue passengers as compared with 
5,415,974 for the same month last 
year. There was a decrease in car 
mileage to correspond with the drop in 
patronage, and with the effect of higher 
fare, use of one-man cars and lower 
power rates the result this year was 
much better. 

Net earnings from operations were 
25.591 cents per car mile as compared 
with 21.153 cents per car mile last 
year. 


Of revenue passengers 62.9 per cent 
were using tokens selling at three for 
25 cents and only 138.1 per cent paid 
the straight 10-cent cash fare. 


New York City Receivership 
to Be Lifted May 1 


May 1 will witness the lifting of the 
receivership of the New York Rail- 
ways, New York City. Announcement 
to this effect was made on April 24 by 
Joseph P. Cotton, speaking for the re- 
organization committee. The property 
which will emerge from receivership 
includes more than 75 miles of line. It 
embraces the Broadway-Seventh Ave- 
nue, the Lexington Avenue-Broadway, 
Sixth Avenue, 
nues, Seventh Avenue, Spring-Delancey 
Streets, Eighth Street, Fourteenth 
Street, 23d Street, 34th Street, 116th 
Street routes. 

Before the receivership these lines 
were controlled through stock owner- 
ship by the Interborough Rapid Transit 
Company. That interest has _ been 
wiped out wholly and the lines revert 
to the bondholders and to property 
owners from whom the New York Rail- 
ways held leases. After prolonged con- 
troversies and litigation, these inter- 
ests have been largely harmonized in 
the new concern, the New York Rail- 
ways Corporation. As indicated pre- 
viously in the ELEcTRIC RAILWAY JOUR- 
NAL, the capitalization under the reor- 
ganization is reduced from $91,366,445 
to $40,163,622. By the abolition of va- 
rious leases and a complete reorganiza- 
tion of the financial structure of the 
system, the annual fixed charges have 
been cut from $2,098,059 to $967,500. 

In a statement which he made Mr. 
Cotton said: 

The lines are able to pay their way 
largely because of the drastic elimination 
of fixed charges, but there have been many 
other economies. The sale of the 50th 
Street carhouse has enabled us to escape 
from the heavy taxes and costs of opera- 
tion there. The abandonment of losing 
lines, downtown especially, has reduced the 
property and effected a saving. There have 
been many other economies. The one-man 
cars have been the least of these. 4 

The great problem that we face today is 
the increasing congestion on the streets, but 
the police are giving us good co-operation, 
and it is astonishing how rapidly the sur- 
face cars get along after all. 

The successor company will be 
headed by Hugh J. Sheeran as presi- 
dent. Mr. Sheeran was operating head 
of the road under the receivership of 
the late Job E. Hedges and succeeded 
Mr. Hedges as receiver. 


Purchase of Seattle & Rainier 
Line Being Discussed 


Mayor Edwin J. Brown and eight of 
the nine members of the City Council 
of Seattle, Wash., are in favor of pur- 
chasing the Seattle & Rainier Valley 
Railway system, if a fair price can be 
agreed upon. The Rainier Valley sys- 
tem extends from Fourth Avenue and 
Stewart Street, through Rainier Valley, 
and along the west and south shores 
of Lake Washington to Renton, a dis- 
tance of approximately 12 miles. It 
has been appraised at $1,045,547 by the 
city department of public utilities. 

The company has 112,502 ft. of track, 
or approximately 21 miles. In 1923 the 
value of the system for rate-making 


Columbus-Lenox Ave- | 


purposes was fixed by the State De- 
partment of Public Works at $1,503,788. 
In the city’s compilation, no allowance 
has been made for franchise values, 
engineering, legal or general expense, 
interest during construction discounts 
or commission, except that an allow- 
ance of 5 per cent has been made for 
engineering and superintendence on the 
tracks and overhead. 

Walter M. Brown, general mana- 
ger of the Seattle & Rainier Valley 
line, indicated that the sum set by the 
city would not be acceptable-to the 
company. He states that in 1922 a 
valuation report by the State Depart- 
ment of Public Works showed a total 
value of more than $1,600,000. This 
figure was based only on such parts of 
the company’s system as are used or 
useful in its business, and did not in- 
clude real estate and other property 
not necessary to the railway opera- 
tion that would be transferred to the 
city if a purchase is arranged. Out- 
standing obligations, including three 
issues of bonds, aggregate $1,600,000. 

About 3 miles of railway are outside 
the city limits. Under a recent state 
law, the city has power to maintain and 
operate a railway 3 miles outside its 
limits. 


Jamaica Railway Receipts Higher 


Improved methods of fare collection 
resulted in a marked increase in the 
tramway earnings of the Jamaica Pub- 
lic Service Company, Ltd., Kingston, 
Jamaica, during a period in 1924, when 
the number of passengers decreased 
because of a general depression in busi- 
ness and a long drought. Service was 
improved and there were fewer inter- 
ruptions. The receipts of the railway 
department exceeded all previous rec- 
ords and were 8 per cent higher than in 
1923. They amounted to approximately 
64 per cent of the entire income of the 
company. Four nine-bench open tram 
cars were constructed in the company’s 
shops. These cars supply a need for 
additional equipment to meet the (le- 
mand for service, particularly during 
the hours of heavy travel. 

The shares of the company are wid2ly 
distributed and are held by 4386 shave- 
holders. Of this number 410 live in the 
Dominion of Canada, fourteen in the 
United States, one in England, one in 
Japan and one in Mexico. There are 
no shareholders in Jamaica, but the 
directors have authorized the sale lo- 
cally of 7 per cent cumulative prefer- 
ence shares “B” in sterling form, the 
proceeds of which will be utilized for 
additional improvements to the com- 
pany’s property. 


Hearing on Discontinuance Set.—The 
Indiana Public Service Commission has 
set April 28 as the date for a hearing 
at Indianapolis on the petition of the 
Union Traction Company to discontinue 
operation of the Anderson-Middletown 
line. 


Increase in Net Income.—For the 
nine-month period ended March 31, 
1925, the total operating revenues of 
the Brooklyn-Manhattan Transit Cor- 
poration, Brooklyn, N. Y., were $32,- 
085,954, against $29,463,304 for a 
similar period in 1924. The operating 
expenses increased from $19,711,512 to 
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$21,081,851 in 1925. The net income 
advanced from $2,616,208 for the nine- 
month period ended March 31, 1924, to 
$3,658,547 for the nine-month period 
ended March 31, 1925. 


Common Stock Issue Approved.—The 
San Diego Electric Railway, San Diego, 
Cal., has been authorized by the Rail- 
road Commission to issue and sell at 
not less than par, on or before Oct. 1, 
1925, $2,948,000 par value of its com- 
mon.capital stock and to use the pro- 
ceeds to acquire a similar amount of 
outstanding first mortgage 5 per cent 
bonds, or to exchange the same with 
the Oceanic Steamship Company, holder 
of said bonds. 


Corporate Income Falls Off.—The 
passenger revenue of the Brooklyn City 
Railroad, Brooklyn, N. Y., for the nine 
months ended March 31, 1925, was 
$8,458,238 against $8,750,449 for a 
similar period of last year. The oper- 
ating expenses and taxes increased, be- 
ing $7,183,265 for the 1924 period and 
$7,309,570 for the nine-month period of 
the present year. The net corporate 
income fell off. For the nine-month 
period in 1924 it was $1,479,829 and 
for the nine-month period ended March 
31, 1925, it was $1,083,513. 


Improvement in Net Income.—For 
the first two months of the present year 
the revenue and income of the Eastern 
Massachusetts Street. Railway, Boston, 
Mass., was $1,679,378, against $1,720,- 
643 for the similar period of 1924. The 
expenses and taxes fell from $1,350,- 
292 for the two months of 1924 to 
$1,295,141 in 1925. Net income, how- 
ever, showed an increase. It was $141,- 
636 for January-February 1924 and 
$165,934 for the two months period 
ended February, 1925. 


Preferred Stock Offered—W. C. 
Langley & Company, New York, are 
offering at 95 and accrued dividend to 
yield 7.36 per cent $1,000,000 of the 
Iowa Southern Utilities Company 7 per 
cent cumulative preferred stock. The 
company operates an electric railway 
connecting Centerville, Mystic and 
Albia in Iowa and the local railway in 
Burlington. The purpose of the issue 
will be to apply the preferred stock to 
the retirement of an equal principal 
amount of notes. 


Seeks to Abandon on State Street.— 
The San Diego Electric Railway, San 
Diego, Cal., has applied to the Railroad 
Commission for permission to abandon 
service on its line upon State Street be- 
tween Broadway and E Street and to 
take up its tracks. The company desires 
to operate a bus service in lieu of car 
service over this abandoned portion. 


Deficit for Nine Months.—For the 
nine-month period ended March 31, 
1925, the total revenue of the Inter- 
borough Rapid Transit Company, New 
York, N. Y., was $43,811,225, repre- 
senting an increase of $590,879 over a 
similar period ended March 31, 1924. 
The operating expenses, taxes and 
rental paid the city for the old subway 
amounted to $29,028,299, or a decrease 
of $302,143 over a similar period a year 
ago. The balance, after actual main- 
tenance, showed a deficit of $129,193, 
or an increase over the nine-month pe- 
riod ended March 31, 1924,. of $702,888. 
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Car Trust Bonds Offered.—The Union 
Trust Company, Pittsburgh, Pa., is of- 
fering at prices ranging from 101 and 
interest to 101% and interest, to yield 
from 4.95 per cent to 4.85 per cent, 
according to maturity, $1,200,000 of 6 
per cent car trust gold bonds, series B, 
of the Pittsburgh Railways. The bonds 
are to be issued in part payment for 
103 new standard semi-steel passenger 
street cars, the cost of which will be 
more than $1,505,000, or 25 per cent in 
excess of the full amount of these bonds. 
The title to the equipment is to be 
vested in the trustee under lease to the 
company at a rental sufficient to pay 
these bonds and the interest and other 
charges as they become due. Following 
is a description of the cars: twenty 
semi-steel, single-end, center-entrance, 
low-floor, double-truck, multiple-unit 
interurban cars; 83 ‘semi-steel, single- 
end, center-entrance, low-floor, double- 
truck, multiple-unit city cars. 


Railway Properties Suffered in 1924. 
—In its annual report for 1924 the 
Dominion Power & Transmission Com- 
pany, Ltd., Hamilton, Canada, states 
that its railway properties felt the de- 
pression of the year 1924 more severely 
than other branches of the business. 
This result was partly due to the vari- 
ous forms of automobile travel, particu- 
larly increased use of the private car. 
In common with business of nearly all 
kinds the company, according to Presi- 
dent Moodie, had a disappointing 
year. The Dominion Power & Trans- 
mission Company controls and operates 
the Hamilton & Dundas Street Railway, 
the Hamilton Radial Electric Railway, 
the Hamilton, Grimsby & Beamsville 
Electric Railway and the Brantford & 
Hamilton Electric Railway. 


Surplus, $9,689.—For the year ended 
Dec. 31, 1924, the total income of the 
California Railway & Power Company 
was $33,092. This fact was disclosed 
in the twelfth annual report to the 
stockholders. The California Railway 
& Power Company owns all the stock 
of the San Francisco Electric Railways 
and a substantial amount of the stock 
of the Market Street Railway. The 
total expenses for the year were $15,- 
052, with a net income of $18,040. 
There was a deficit at the beginning of 
the year of $8,351 and a surplus Dec. 
31, 1924, per balance sheet of $9,689. 
The report contains the income and 
profit and loss statement as well as 
the balance sheets of the California 
Railway & Power Company and the 
Market Street Railway. 


Utilities Report Submitted—The 
valuation of the Los Angeles Railway, 
Los Angeles, Cal., is practically com- 
pleted. The valuation of the Pacific 
Electric Railway is approximately 50 
per cent finished. From all indications 
the joint report will not be ready be- 
fore Jan. 1, 1925. These statements 
were made in the fifteenth annual report 
of the Board of Public Utilities of the 
city of Los Angeles for the period from 
July 1, 1923, to June 30, 1924, submitted 
to the Mayor and City Council. In ad- 
dition to comment on the unification 
survey the report discusses railway ex- 
tensions made during the past year in 
Los Angeles, the subject of power 
shortage and the matter of crossing 
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protection and elimination. In addi- 

tion a comparative table of electric 
railway transportation rates in various 
cities for the year 1923-1924 is given. 
A section of the report deals with 
motor vehicle transportation. It esti- 
mates the increase in number of drivers 
in 1924 over 1923 and in the number of 
vehicles used in this method of trans- — 
portation. The report states that no © 
legislation of importance affecting the 
powers and duties of the Board of Pub- 
lic Utilities was enacted during the © 
fiscal year covered by the report. 


Seeks to Abandon a Line in Fredonia. © 
—The Buffalo & Erie Railway, which 
operates between Buffalo, N. Y., and 
Erie, Pa., has applied to the Public 
Service Commission for permission to 
abandon its local line in East Main 
Street, Fredonia. The company says 
this short local line does not pay oper- 
ating expenses. The company has in- 
creased its service between Fredonia 
and Dunkirk, giving a twelve-minute 
schedule instead of fifteen minutes. A 
revised interurban service west of Fre- 
donia also went into effect on April 15. 


Crape for Last Trip.—The Kentucky 
Utilities Company, Somerset, Ky., 
discontinued service on April 3. The 
City Council released the company from 
further operation, its franchise having 
only until Aug. 1 to run. The company 
paid the city $2,500 to remove rails and 
ties. On their last trips the two street 
cars carried huge bows of black crape at 
both the front and rear ends. Somerset 
is a city of 5,000 population. The rail- 
way consisted of 3.3 miles of track. 


Bus Line Price $200,000.—After a 
hearing before the Maryland Public 
Service Commission, the Baltimore 
Transit Company, a subsidiary of the 
United Railways & Electric Gompany, 
took over the ownership and operation 
of the East Fayette Street Bus Com- 
pany. The price agreed upon was 
$200,000. The Baltimore Transit Com- 
pany plans to improve the service of 
the line. In a balance sheet of Feb. 25, 
1925, the East Fayette Street Bus Com- 
pany listed assets under book value as 
garage, land and building, $20,000; 
buses and equipment, $143,568; gasoline 
tanks, $1,845; office fixtures, $728, total- 
ing $166,141. Additional assets listed 
were good will and franchise, $46,500; 
cash, $5,534; discount on capital stock, 
$8,000; prepaid licenses, $5,812; unex- 
pired insurance premiums, $428. The 
total assets were given as $233,401. 
Other details of this bus sale were 
given in the ELEcTRIC RAILWAY JOUR- 
NAL, issue of March 21, page 488. 


Deficit in February.—Deficit of the 
Youngstown Municipal Railway, 
Youngstown, Ohio, in February was 
$7,477, according to Traction Commis- 
sioner Engle. The February deficit 
followed two months in which the rail- 
way showed the first profits since the 
service-at-cost franchise became effec- 
tive. The report showed gross revenue 
of $169,658 and total actual cost of 
operation of $177,135. Of the total 
earnings $127,924 was from railways 
and the balance from buses. Cars and 
buses during the month carried 2,783,- 
069 passengers over a distance of 
445,644 miles. The total deficit in the 
stabilizing fund is now $1,242,422. 
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- Personal Items 


Adrian Hughes, Jr., in 
Operating Post 


Baltimore Official to Represent Mr. Pal- 
mer in Bus Affairs—Mr. Wennagel 
Has Added Responsibility 


Adrian Hughes, Jr., superintendent 
of power of the United Railways & 
Electric Company, Baltimore, Md., has 
been made superintendent of bus trans- 
portation in direct charge of the oper- 
ation and maintenance of all of the com- 
pany’s bus lines. George F. Wennagel, 
assistant superintendent of power, will 
have direct charge of the power depart- 
ment, but Mr. Hughes will retain gen- 
eral supervision of the department in 
a consulting capacity. 

The appointment of Mr. Hughes to 
have general supervision of bus opera- 
tion was occasioned by the broadening 


Adrian Hughes, Jr. 


and enlarging of the company’s bus 
activities. As an additional officer in 
that department Mr. Hughes will re- 
lieve L. H. Palmer, vice-president and 
general manager of the company, of 
some of the details of the bus work and 
at the same time give the bus operations 
technical supervision. W. E. Martin, 
superintendent of the Baltimore Transit 
Company, the bus operating subsidiary, 
continues with the company. His status, 
it is understood, remains unchanged, 
except that Mr. Hughes will represent 
Mr. Palmer direct. Mr. Martin is not 
an engineer. 

Mr. Hughes has been connected with 
the company at Baltimore since 1914. 
He entered its employ as an engineer 
in the distribution division of the power 
department, and in August, 1918, was 
made assistant to the superintendent 
of power in charge of the power sta- 
tions. Not quite two years later, on 
May 1, 1920, he was made superin- 
tendent of power. Mr. Hughes began 
his professional career with the elec- 
trical department of the Edgar Thom- 
son Steel Mill of the Carnegie Steel 
Company at Pittsburgh in July, 1912, 
where he had worked during several 


summer vacations. In November, 1912, 
he was made general foreman of the 
electrical department of the works and 
went from the works to the railway. 
He was born in Baltimore, was gradu- 
ated from Rock Hill College, Maryland, 
in 1908 with an A.B. degree and from 
Cornell in 1912 in electrical engineering. 

Mr. Wennagel entered the service of 
the railway in December, 1906, in the 
lines and cables division of the power 
department. Six years later he left 
the railway to become assistant engi- 
neer with the electrical commission of 
Baltimore and remained in that position 
until Dec. 31, 1917. He then re-entered 
the service of the railway as an engineer 
in the power department, and subse- 
quently was appointed assistant super- 
intendent of power. Mr. Wennagel was 
born in Baltimore, on Jan. 14, 1887. He 
was graduated from the Baltimore Poly- 
technic Institute in 1906. For a number 
of years thereafter he served as in- 
structor in mathematics and electricity 
at one of the local evening technical 
schools. In 1906 he went with the 
Chesapeake & Potomac Telephone Com- 
pany of Baltimore, working for that 
company about three months in the 
office of the plant engineer. He resigned 
from the telephone company to take 
a position as inspector of construction 
work with the Electric Commission. of 
Baltimore. 


E. A. West Appointed 
to Salt Lake 


Edward A. West, general superin- 
tendent of the Denver Tramway, Den- 
ver, Col., with which he has been con- 
nected for the last nine years, will 
succeed Henry F. Dicke as general 
manager of the Utah Light & Traction 
Company, Salt Lake City, Utah. Prior 
to his appointment to the Denver 
Tramway Mr. West was on the execu- 
tive staff of the Portland Railway, 
Light & Power Company, Portland, 
Ore., now the Portland Electric Power 
Company. 


S. S. Crane Advanced 


The recent purchase of the Altoona 
& Logan Valley Electric Railway, Al- 
toona, Pa., by A. E. Fitkin & Com- 
pany, New York, has been followed 
with the promotion of S. S. Crane, gen- 
eral manager, to operating vice-presi- 
dent in addition to general manager. 
In 1921 Mr. Crane celebrated his 
twenty-fifth anniversary with the Al- 
toona & Logan Valley property. He 
began his business career as a train 
inspector for the Pennsylvania Rail- 
road at Harrisburg. In 1892 he was 
made assistant trainmaster for the 
Pennsylvania at Altoona. Three years 
later he resigned to become general 
manager of the Altoona & Logan Valley 
Electric Railway. At one time he was 
in charge temporarily of the Johns- 
town Traction Company, Johnstown, 
N. Y. With the aid of Lee T. Shannon 


he rehabilitated that property, dividing 
his time between the Johnstown and 
Altoona properties. 


Henry F. Dicke Goes to Allentown 


Henry F. Dicke, for the past eight 
years general manager of the Utah 
Light & Traction Company, Salt Lake 
City, Utah, will, on May 1, become 
assistant to the president of the Lehigh 
Valley Transit Company, operating be- 
tween Allentown and South Bethlehem, 
Pa.; vice-president. of the East Penn 
Electric Company, Pottsville, and vice- 
president of the Williamsport Passenger 
Railway, Williamsport, Pa. His head- 
quarters will be at Allentown. 

Mr. Dicke is a native of Fort Wayne, 
Ind. In 1899 he entered the service of 
the Fort Wayne Traction Company in 
the accounting department, where he 
served for a period of five years. He 
resigned that position to become gen- 
eral auditor of the Ohio & Indiana 
Construction Company. This company 
was formed to build a 65-mile line from 
Fort Wayne to Lima, Ohio. During 
this construction work Mr. Dicke de- 


H. F. Dicke 


voted some time to the engineering 
department and became superintendent 
of construction. When the work 
was completed he was placed in charge 
of operation of the property owned by 
the Fort Wayne, Van Wert & Lima 
Traction Company, which later, with 
several other properties, merged with 
the Ohio Electric Railway. 

For seven years he had charge of 
operation of the northern division of 
the Ohio Electric Railway, consisting of 
242 miles of interurban lines, and then 
resigned to go to Boise, Idaho, as gen- 
eral manager of the Boise Valley Trac- 
tion Company. He served in this ¢a- 
pacity for five years, and was then 
made general manager of the Utah 
Light & Traction Company at Salt 
Lake City, which position he is now 
leaving to take up his duties with the 
Pennsylvania companies. 


Edward T. Chapman, formerly secre- 
tary of the Connecticut Company, New 
Haven, Conn., has been elected to 
succeed the late Victor S. Curtis and 
will have the title of secretary- 
treasurer. Mr Chapman has been with 
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the Connecticut Company since 1902, 
starting as local cashier at New 
Haven, Conn. 


Messrs. Collins and Reichart 
Advanced 


J. C. Collins has been appointed 
treasurer of the electric corporation 
-and H. L. Reichart secretary and 
treasurer of the railways at Rochester, 
N. Y. Following this the financial 
offices of the Rochester Gas & Electric 
Corporation and the New York State 
Railways were transferred to Roch- 
ester from the New York City offices 
of the New York Central Railroad. 

Mr. Reichart, formerly assistant sec- 
retary of both companies, becomes local 
secretary and treasurer of the New 
York State Railways. He will act for 
the railway’s property and subsidiaries 
in Rochester, Syracuse and Utica 
and interurban lines. He fills the 
vacancy caused by the death of M. S. 
Bargar, formerly general treasurer of 
the New York Central, and all proper- 
ties it controls. Mr. Reichart has been 
assistant secretary of the New York 
State Railways since 1913 and has been 
with the company since 1909. 

Mr. Collins formerly served as secre- 
tary and assistant treasurer of both 
companies. He will have executive 
control of the financial affairs of the 
power concern. 


Southern Pacific Announces 
Staff Changes 


The executive offices of the Southern 
Pacific Company will be transferred 
from New York to San Francisco on 
May 31. The change involves the 
concentration in California of control, 
purchasing and contracting. The active 
jurisdiction of the president, William 


Sproule, will be extended to cover 
company operations in Texas and 
Louisiana. Paul Shoup, vice-president, 


will take charge of management and 
operation. Mr. Shoup is president of 
the Pacific Electric Railway and an 
officer of other electric railway proper- 
ties ‘controlled by the Southern Pacific. 


W. B. Arnette is purchasing agent 
of the Nashville Railway & Light Com- 
pany, Nashville, Tenn., succeeding the 
late H. B. Stubblefield. 

Charles E. Dove has been made man- 
ager of the Dubuque Electric Company, 
Dubuque, Iowa. This position was for- 
merly held by Thomas Parker. 


L. E. Curry, for the past twelve 
years electrical engineer of the Michi- 
gan Electric Railroad, with head- 
quarters at Jackson, Mich., recently 
resigned his position to become con- 
nected with the Drew Electric & Manu- 
facturing Company at Cleveland, Ohio. 


H. A. Siggins has succeeded the late 
D. H. Siggins as president of the 
Union Traction Company, Coffeyville, 
Kan. L. L. Francis, formerly electrical 
engineer, is now secretary and man- 
ager. L. C. Smith, who formerly had 
the title of secretary, is now treasurer, 
the title previously held by H. A. 
Siggins. Homer Hawkins is now 
master mechanic. He replaced O. L. 
Siggins in that capacity. 


Mr. Vargas Executive 


Assistant 


Comptroller of Key System Transit in 
New Post — Other Recent 
Key Appointments 


Chester C. Vargas, comptroller of the 
Key System Transit Company, Oak- 
land, Cal., and newly appointed assist- 
ant to the president of that company, 
entered the service of the Key System 
in July, 1912, as payroll extension clerk 
in the auditing department, at a salary 
of $35 a month. After occupying 
various positions in the auditing depart- 
ment he resigned as chief clerk in that 
department in July, 1918, to accept a 
position as auditor with the capital 
issues committee in Washington, D. C. 

When this committee dissolved in 
December, 1918, Mr. Vargas accepted 
the position of disbursing officer for 
the War Risk Insurance. There he 
remained until July, 1920. He then 
returned to California as auditor for 
the Mercantile Trust Company. 

In January, 1922, he returned to the 


Cc. C. Vargas 


Key System as comptroller, being made 
assistant to the president on March 16, 
1925, in addition to retaining his duties 
as comptroller. 

Mr. Vargas was born on Dec. 25, 
1892, in Lemoore, Kings County, Cal., 
and attended grammar and high schools 
in Nevada. Returning to California, he 
entered the University of California 
night school and took courses in 
accounting and in finance, and supple- 
mented this work with studies in a 
business college, and by correspondence. 

E. Floyd Smith, the new assistant 
manager of the bureau of public rela- 
tions of the Key System Transit Com- 
pany, entered the service of the com- 
pany as a conductor in 1892. In 1901 
he was made a clerk in the general 
offices and in 1903 was appointed 
cashier, in which position he has con- 
tinued up to the present time. 

Since the announcements were made 
by President C. O. G. Miller of the 
promotion of Mr. Vargas and Mr. 
Smith, H. P. Bell, electrical engineer, 
has been made chief engineer, report- 
ing to the general manager; H. B. 
Murdock has been promoted to the posi- 
tion of civil engineer in charge of all 
mechanical matters with direct super- 


vision over the maintenance of rolling 
stock and floating equipment, reporting 
to the chief engineer; 
Babcock has been made engineer in 
charge of overhead lines, power and 
its sources, signals and other electrical 
operations, reporting to the chief en- 


gineer. 
De nce ee 


Obituary 


E. J. Triay 


Eduardo J. Triay, receiver of the 
Jacksonville Traction Company, Jack- 
sonville, Fla., since October, 1920, died 
on April 3, 1925. In that post his work 
was conspicuous. He had no previous 
experience in electric railway work, 
but he did possess great executive 
ability. 


The company at Jacksonville had — 


been in bad shape financially for a long 
time before Mr. Triay took charge. He 
immediately made plans for its better- 
ment with the result that today the 
company has very largely, if not quite, 
recovered the lost ground of the war- 
time period. Together with the local 
manager, J. P. Ingle, formerly an 
electric light commercial manager, Mr. 
Triay applied intensive merchandising 
methods. Largely through the efforts of 
Mr. Triay the company now has 75 per 
cent new equipment, including cars and 
parts. 

Mr. Triay’s death removes one of the 
few remaining pioneers of Jacksonville 
of more than 50 years ago. He always 
will be remembered as a man of fine 
character, of strong personality and 
great love and devotion to Jacksonville 
and to Florida. For many years he 
was a prominent figure in the politics 
of the state. A personal friend of the 
late Henry Morrison Flagler, owner and 
developer of the Florida East Coast 
Railway, Mr. Triay was for some years 
general agent of that property. 

Mr. Triay was born in Cardenas. 
Cuba, on Aug. 16, 1852. He went to 
Jacksonville in 1870. 


H. H. Lloyd 


Harry H. Lloyd, purchasing agent 
for the Indianapolis Street Railway 
and the Terre Haute, Indianapolis & 
Eastern Traction Company, Indian- 
apolis, Ind., died on April 21. Mr. 
Lloyd entered traction service with the 
Rhode Island Company, now the United 
Electric Railways, Providence, R. I., 
as a stenographer in the office of 
Robert I. Todd, then the president of 
that company. When Mr. Todd became 
president of the Indianapolis Street 
Railway Company and the Terre Haute, 
Indianapolis, & Eastern Traction Com- 
pany in 1905, Mr. Lloyd went to Indian- 
apolis with him. For a long time Mr. 
Lloyd was secretary to Mr. Todd. After 
filling this and other posts most accept- 
ably he was appointed purchasing agent 
six years ago. At the time of his death 
Mr. Lloyd was chairman of the com- 
mittee on purchases and stores of the 
American Electric Railway Association 
and a member of the committee on 
co-operation between manufacturers 
and electric railways. Mr. Lloyd was 
born in Manchester, England, 42 years 
ago. 
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Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


New Motors and Trucks to 
Replace Old Equipment 


An order has been placed by the New 
York State Railways for 270 motors 
and trucks to replace old, obsolete 
equipment. Of these 204 will be used 
on the Rochester Division and 66 on 
the Utica Division. The motors will 
be General Electric, type 275-A, of 60 
-hp. capacity. The trucks will be Brill, 
type 39-E1. The new equipment when 
placed under cars will weigh complete 
from 35,000 to 37,000 lb. This is a 
saving in weight of from 15 to 20 per 
cent over the original equipment, which 
consisted of four motors per car. The 
new equipment provides only two 
motors per car. Wheel diameters have 
been reduced from 33 in. to 28 in. for 
‘driving wheels and 22 in. for pony 
wheels. Calculations indicate that the 
decrease in power and maintenance 
eost will pay for these equipments in 
four years. Delivery will start about 
June 1. 


Belgian Concern to Manufacture 
Ingersoll-Rand Oil Engine 


A connection of significance to the 
engineering world has lately been ar- 
ranged between Carels Brothers of 
Ghent, Belgium, and the Ingersoll- 
Rand Company of New York City by 
which the Belgian concern will have 
the right to manufacture the well- 
known Ingersoll-Rand _ solid-injection 
type of oil engine. 

Carels Brothers was organized in 
1875 and has long enjoyed a prom- 
inent place in the industrial life of 
Belgium. Today, after successive 
periods of expansion, Carels Brothers 
is officially known as the Société d’ 
Electricité et de Mécanique. Carels 
Brothers was among the first of the 
European licensees to work under the 
Diesel patents and Carels-Diesel en- 
gines have won wide recognition in 
many fields of service because of their 
excellence. 


United States Prepares 
Industries’ Statistics 


The United States Department of 
Commerce is now preparing statistics 
for some 25 industries. Meantime, 
other industries are urging that the 
Department of Commerce do statistical 
work for them also, and there are no 
funds available. The question has 
arisen of the legality of the depart- 
ment to go ahead with the work and 
let the individual industries bear the 
cost thereof. The department, it is 
understood, feels that this statistical 
work could be better done by trade 
associations, but the question of legal- 
ity has made many industries doubtful 
of performing on their own account 
-this essential work, and makeshifts 
have to be employed pending further 


determination by the courts or Con- 
gress of the status of statistical trade 
information. 


Will Experiment with Model Bus 
in Detroit 


A model double-deck coach built on 
specifications drawn up by the Detroit 
Department of Street Railways, De- 
troit, Mich., has been delivered to the 
department by the Yellow Coach Manu- 
facturing Company, Chicago. This 
model coach will be experimented with 
in forming a basis for recommenda- 
tions for the purchase of a fleet of 
double-deck buses for service in Detroit. 
Last year the City Council refused: to 
carry out the Street Railway Commis- 
sion’s recommendation relative to pur- 
chasing double-deck buses from the 
Chicago company. The coach just re- 
ceived for demonstration is built in 
accordance with the specifications of 
the D. S. R., which were outlined at 
that time and which the Detroit manu- 
facturers recommended but some of the 
Councilmen did not. agree to follow. 

Requests for bids for buses to be pur- 
chased were withdrawn by the commis- 
sion and the department began renting 
equipment from the Detroit Motorbus 
Company and purchasing single-deck 
buses from Dodge Brothers, Inc., De- 
troit manufacturer. At the present 
time the department reports that 83 
buses are in operation, including eight 
rented from the Detroit Motorbus Com- 
pany and 75 obtained from Dodge 
Brothers. Considerable mileage is 
already covered by motor coach routes 
in outlying sections of the city and con- 
necting with street railway lines. 

It is the intention of Ross Schram, 
general manager of the Detroit Street 
Railway, to use a fleet of double-deck 
buses when they are acquired by the 
city to supplement service on the main 
trunk lines. The type of bus which is 
now being demonstrated is fully in- 
closed, lighted and heated on both 
decks, with leather seats. 

Six-wheel buses are being studied, 
and if it is decided by the D. S. R. that 
that feature is desirable it is believed 
that six wheels can be put on the 
coaches the D. S. R. buys at little addi- 
tional expense. Electric-gasoline power 
plants are also being considered favor- 
ably by the D. S. R., although the new 
bus has a six-cylinder gasoline motor. 

It has been announced by Mr. Schram 
that express stops by the street cars 
and local stops by the buses on the 
main trunk lines of the D. S. R. are 
contemplated. It is also planned that 
on some streets, where local conditions 
call for it, the coaches will make the 
express stops and the street cars the 
local stops. Only seated passengers 
would be carried on the buses and 
“Pullman” service would be supplied 
for those passengers who wish to pay 
the higher fare of 10 cents. 
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Changes in Westinghouse 
Railway Department 


Two members of the railway sales 
department of the Westinghouse Elec- 
tric & Manufacturing Company at East 
Pittsburgh have recently been trans- 
ferred to field positions. 

M. Kennedy, formerly section man- 
ager in the light traction division, is 
now in the transportation division of 
the Philadelphia office. Mr. Kennedy 
was graduated from Washington Uni- 
versity, St. Louis, with a bachelor of 
science degree in electrical engineer- 
ing. He enrolled with the Westing- 
house Company in 1916 in the graduate 
student course. Following the comple- 
tion of the student course he went to 
the substation section of the power 
department and thence to the Inter- 
national Company, with which he re- 
mained until 1920, when he transferred 
to the railway department in charge of 
light traction negotiation work for 
foreign fields. Later, Mr. Kennedy was 
appointed to the position he held at 
the time of his transfer. He served in 
the army during the war. 

The other transfer is that of L. E. 
Lynde from the heavy traction division 
at Kast Pittsburgh to the transporta- 
tion division of the New York office. 

Immediately after he was graduated 
from the University of New Hampshire 
with a B. S. degree in electrical engi- 
neering Mr. Lynde entered the army, 
where he remained for two and a half 
years. Eighteen months of this time 
was spent in France and Germany. 

In 1920 Mr. Lynde went to the 
Westinghouse Company, and after com- 
pleting the graduate student .course 
went immediately to the heavy traction 
division. In that department he has 
been closely associated with all of the 
Important steam railroad electrifica- 
tions. Prior to his college days Mr. 
Lynde was employed by the Massa- 
chusetts Northeastern Railway during 
vacation periods. 


Canadian Electrification Work 
Progressing 


The electrification of the Grand Trunk 
Railway between Port Dalhousie and 
St. Catharines, Ont., Canada, is pro- 
ceeding. This work is part of the plan 
of the Canadian National Railways to 
run fast electric trains from Port Dal- 
housie to Niagara Falls, Ont. 


Metal, Coal and Material Prices 


Metals—New York Apri] 21, 1925 
Copper, electrolytic, cents per Ibvncic cea 13.337 
Copper wire base, cents per We teen S08 15.375 
aeey gente Wer Wisi gees stintaies wolduaies 8.05 
Fane KCCHUS DEL NOs. nie'eln ie vaietsinlel =r ici ersye = 6.85 
Tin, Straits, cents perlb..............+. 52.75 


Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads, gross tons........-.-.eeeeeeee $4.30 
Somerset mine run, Boston, net tons...... 2.025 
Pittsburgh mine run, Pittsburgh, net tons 1.825 
Franklin, Ill., screenings, Chicago, net tons 1.125 
Central, Ill., screenings, Chicago, net tons 1.90 
Kansas screenings, Kansas City, net tons 2.75 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

1,000ft...... a eegeweaeesreeesacentes $6.50 
Weatherproof wire base,N.Y.,cents perlb. 18.25 
Cement, Citieago net prices, without bags 2.20 
Linseed oil (5-bbl. lots), N. Y., pergal.... $1.06 
White lead in oil (100-Ib. keg), N. Y., cents 

per Ib... 0c epee cnet semsererepnecens 0.157 
Turpentine (bbl. lots), N.Y., pergal...... 0.99 


Rolling Stock 


Altoona & Logan Valley Electric 
Railway, Altoona, Pa., will spend $175,- 
000 for the purchase of new trolley 
cars, ten of the 48-passenger type and 
five of the 24-passenger one-man type. 

Madison Railways, Madison, Wis., has 
purchased two additional buses for re- 
lief or charter service. 

New Brunswick Power Company, St. 
John, N. B., is constructing at its own 
shops in St. John two new cars of the 
one-man type. These are the first cars 
other than sweepers and work cars to 
be constructed in the company’s shops. 
Besides the two new cars, one of the old 
cars has been remodeled. 

Key West Electric Company, Key 
West, Fla. will operate four Mack 
2303-in. bus chassis recently ordered by 
Stone & Webster. These chassis will 
be mounted with special 29-passenger 
city-type bodies built by the American 
Car Company, St. Louis. 

Alabama Power Company, Mont- 
gomery, Ala., bought five cars from the 
defunct Selma Electric Railway for use 
in the Montgomery division. 


Track and Line 


Wisconsin Power & Light Company, 
Oshkosh, Wis., has completed plans for 
the addition of about 13 miles of single 
track to its railway in Sheboygan. 

Brooklyn-Manhattan Transit Corpo- 
ration, Brooklyn, N. Y., has appropri- 
ated $200,000 for the equipment of the 
extension of the Fourth Avenue subway 
from 86th Street to 95th Street, Brook- 
lyn. 

Municipal Railway, San Francisco, 
Cal., has awarded a contract for the 
construction of Ocean View car line 
track and paving to the firm of Eaton 
& Smith. 

Shreveport Railways, Shreveport, La., 
has authorized the A. C. Steere Com- 
pany to construct approximately 13 mile 
of line through Broadmoor, a suburb. 
The extension will cost about $100,000. 


Altoona & Logan Valley Electric 
Railway, Altoona, Pa., recently pur- 
chased by A. E. Fitkin & Company, 
New York, plans to spend $200,000 this 
year in paving and trackwork. 

British Columbia Electric Railway, 
Vancouver, B. C., it is reported, pro- 
poses to spend about $350,000 on im- 
provements to its Vancouver Island 
properties during the year. 

Stockton Electric Railroad, Stockton, 
Cal., will petition the City Council for 
a franchise for an extension of its 
Tuxedo Park line over Kensington Way 
to the College of the Pacific. 

Key System Transit Company, Oak- 
land, Cal., is working on the rebuilding 
of the track on Broadway between 
Tenth and Twelfth Streets, Oakland. 
The piece of track is being recon- 
structed with standard girder rail at a 
cost of $13,000. 

Wisconsin Public Service Corporation, 
Green Bay, Wis., is preparing plans to 
build a track extension of 2,500 ft. and 
paving to its railway in Manitowoc. 
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Edmonton Radial Railway, Edmon- 
ton, Alta., Canada, it is reported, has 
submitted revised estimates for the con- 
struction of an extension along Portage 
Avenue. The original estimate was for 
$29,000, but the present one is for 
$38,950. 


Power Houses, Shops and 
Buildings 


Jamestown Street Railway, James- 
town, N. Y., plans to erect an automatic 
substation in the East End, to cost 
$50,000. 

Boston Elevated Railway, Boston, 
Mass., is to start work at once on a 
heating plant to be erected on Surrey 
Street, Medford, Mass. Plans call for 
a one-story brick, steel and concrete 
building, 24x59 ft. 

South Carolina Gas & Electric Com- 
pany, Spartanburg, S. C., has renovated 
the garage on West Broad Street so 
as to use it to house the company’s 
fifteen buses. The garage will have 
approximately 11,800 sqft. of floor 
space. A well-equipped repair shop 
will be provided. 

Hartford & Springfield Street Rail- 
way, Warehouse Point, Conn., plans a 
terminal on Worthington Street, Spring- 
field, Mass., for the accommodation of 
its bus service. _- : 


Trade Notes 


Linde Air Products Company, New 
York, N. Y., manufacturer and distribu- 
tor of oxygen for welding and cutting, 
has recently opened the following new 
district sales offices: 716 First National 
Soo Line Building, Minneapolis, Minn., 
C. E. Donegan, district sales manager; 
409 Lincoln Life Building, Birmingham, 
Ala., W. A. K. Kopp, district sales man- 
ager; 508 Exchange National Bank 
Building, Tulsa, Okla., G. D. Grubb, dis- 
trict sales manager. The Linde com- 
pany also announces the appointment 
of J. W. Foster as district sales man- 
ager at Baltimore. Prior to this ap- 
pointment Mr. Foster was a senior 
salesman in the Pittsburgh Linde dis- 
trict. 

Lawyer Railway Equipment Corpora- 
tion, Syracuse, N. Y., has been char- 
tered at Albany with $50,000 capital to 
manufacture railway equipment. F. A. 
Lawyer, G. E. Broan, 340 West Fayette 
Street, and C. A. Scriber, 617 East 
Fayette Street, Syracuse, N. Y., are the 
directors and subscribers. 

General Electric Company, Schenec- 
tady, N. Y., received orders for the 
three months ended March 31, compris- 
ing the first quarter of the present year, 
amounting to $83,846,236, compared 
with $73,487,903 in the same quarter 
of 1924, according to an announcement 
by President Gerard Swope. 

Yellow Coach Manufacturing Com- 
pany, Chicago, Ill, announces the ap- 
pointment of Francis J. Fox as sales 
representative for Yellow coaches in 
Iowa, Illinois, Chicago and St. Louis. 
Mr. Fox was formerly sales agent in 
Chicago and surrounding territory for 
the Griffin Car Wheel Company. 
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Westinghouse Electric & Manufa 
turing Company, East Pittsburgh, Pa 
has opened a branch office in Daven 
port, lowa, locating temporary quarters 
in the Central Office Building. This 
branch may be located in the new head- 
quarters building of the United Light 
& Power Company on completion of 
this structure late this year. D. R. 
Irvin, a graduate of Purdue Univer- 
sity, with several years of service in 
the » Westinghouse organization, has 
been placed in charge of the Davenport 
branch as district manager. The 
branch will cover the territory on both 
sides of the Mississippi River from 
Dubuque, Iowa, and the northern line 
- Illinois to Quincy, Ill., and Hannibal, 

oO. 

The Gould Coupler Company and the 
Gould Storage Battery Company, Inc., 
New York, N. Y., have removed their 
offices from 30 East 42d Street to 250 
Park Avenue, New York City. 

C. B. Harvey, formerly branch man- 
ager of the Philadelphia territory for 
the complete line of Lapeer semi- 
trailers, has been appointed distributor 
for this same territory. 


New Advertising Literature 


_ Westinghouse Electric & Manufactur- 
ing Company, East Pittsburgh, Pa., 
has reprinted in folder form an edi- 
torial which appeared in the ELEcTRIC 
RAILWAY JOURNAL, Nov. 22, 1924, | 
under the heading “Standardization of 
Contact Line Should Further Electrifi- 
cation.” The editorial discussed the 
importance of adopting a common sys- 
tem of current supply in the progress 
of railroad electrification. To this dis- 
cussion has been added comments on 
the editorial pointing out another factor 
to be considered. This added factor is 
the available power supply possible 
from public utility power companies, — 
thereby relieving the railroads from 
heavy capital expenditures for electric 
power generating equipment. 


Engberg’s Electric & Mechanical 
Works, St. Joseph, Mich., has issued a 
new catalog, No. 105, on Engberg 
direct-current direct-connected generat- 
ing sets. It is illustrated and contains 
32 pages. * 

Garford Motor Truck Company, Lima, 
Ohio, has issued a sixteen-page illus- 
trated pamphlet showing the develop- 
ments which have been made by it in 
producing motor coaches. 


Nichols-Lintern Company, Cleveland, 
Ohio, has issued a pamphlet entitled 
“Two Safety Ideas for Your Cranes.” 

Electric Railway Improvement Com- 
pany, Cleveland, Ohio, has issued a new 
and comprehensive bulletin describing 
its line of are weld rail bonds. This 
bulletin is known as Circular No. 13 
and gives detailed information, includ- 
ing actual dimensions of the size, of 
arc weld bonds and their manufacture; 
illustrated data on the most efficient 
bonding procedure, and data on welding 
currents and welding rod. Copies are 
sent gratis on request. : 

Crouse-Hinds Company, Syracuse, 
N. Y., has issued folder No. 23 and 
bulletin No. 2071 on safety hand lamps. 
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Kuhlman Type “G” City Coach 


Steel F rame 


Longer life, lower maintenance > 


and protection of human life in 
accidents or fire are the principal 
characteristics of Kuhlman Type 
“G” City Coaches. Constructed 
of steel, yet as light in weight as 
any other type, the Kuhlman Type 
“G” City Coach represents the 
ideal vehicle for service supple- 
mentary to electric railway trans- 
portation. 
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AMERICAN CaR Co. — 
st t.ouNs MO. ~ 


» 


Public confidence in steel-built 
vehicles is reflected in the popu- 
larity which Kuhlman Type “G” 
bodies are enjoying wherever in- 
stalled. 


Constructed in two sizes, 25 and 
29-passenger capacities, capable 
of meeting the requirements of 


both city and suburban service. 


G. BRILL COMPANY Fl 


PHILADE LPHIA,P. 


G. c KUHLMAN Car Co. 
LEVELAND,.ON 


_— “Wason MANFG Co. 
SPRINGFIELO, MAS: 


Noiseless Substations 
—G-E Equipped 


West Adams, 1000 kw. (upper left) 
Melrose, 2000 kw. (above) 
Garvanza, 1000 kw. (left) 
West 54th St., 1000 kw. (not shown) 
Central Ave., 3000 kw. (being built) 


G-E AUTOMATIC SUBSTATIONS have enabled the 
Los Angeles Railway to locate power delivery points i 


| 
and made sound-proof—one advantage of automatic control. 
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restricted residential districts. They are solving this dis 
tribution problem because they could be totally enclosed 


